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ARE THE RAILROADS SLACKING? 

One frequently hears the suggestion, and often 
the assertion, these days that the railroads are 
“lying down”’—in other words, that they are en- 
deavoring to cause government operation of the 
railroads to fail. We believe that railroad men are 
as patriotic as any other class of men and we can 
understand their sincere resentment of such a sug- 
gestion or assertion, just as we can understand any 
other man’s resenting an aspersion on his patriot- 
ism. And yet the question of whether the railroad 
men are “lying down” cannot be answered by a 
mere yes or no. In the sense that the suggestion 
might imply a conspiracy or definite plan to bring 
confusion on the heads of those now trying to run 
the railroads, we think it foolish. We do not be- 
lieve any such thing and the assertions of the 
brotherhood men before the wage commission were 
ridiculous. They ought not to be taken seriously 
by anybody. But there may be something of a 
spirit of “quitting” among certain railroad men— 
tather an unconscious quitting in most cases, but 
in others perhaps with an element of soreness and 
a spirit of “we should worry.” 

This is only the natural result of taking the con- 
trol of the railroads away from men‘who have been 
getting and earning large salaries for running them 
and putting it in the hands of amateurs who act 
arbitrarily and frequently with unnecessary disre- 
gard for precedent and custom. We have no spe- 
cial knowledge on the subject, but we have no 
doubt that the recent retirement of Hale Holden 
and C. M. Sheaffer from their special work in 
Washington in connection with government op- 
eration of the railroads and their return to their 
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own roads had something of this behind it. It is 
easy to understand, too, how others than the heads 
of the roads, uncertain as to whom they are work- 
ing for and in many cases as to how long they may 
be working at all, may fall off in efficiency in per- 
forming their tasks. It is not right, perhaps, that 
this should be so, but it is human nature. It is 
the fault of the system employed instead of the 
result of any design to defeat the purpose of gov- 
ernment operation or even of any positive spirit of 
slacking. 

It appears to us at this time that this spirit, 
which undoubtedly exists to a considerable degree 
among railroad men, and which is likely to grow, 
is due entirely to the system of control employed 
and is one of its worst results, contributing by un- 
failing laws of human nature to the failure of a 
plan for whose success an absolutely contrary 
spirit is necessary. The hearty co-operation of 
every man employed by the railroads is needed to 
make this plan or any other plan a success. The 
railroad administration has assumed too much au- 
thority and attempted too much. It was necessary 
that the government should see to it in this war 
emergency that the railroads were operated as a 
unit. But it should exercise its authority through 
railroad agencies without interfering any more than 
absolutely necessary with the existing organization 
and without taking away any incentive to enthu- 
siastic co-operation. Government operation of the 
railroads as a unit cannot help but have some bene- 
fit, whoever conducts it or whatever mistakes he 
makes, in meeting the traffic needs of the time, but 
a large part of the benefit is likely to be offset by 
mistakes that ought not to be made. 


REPRESENTATION FOR SHIPPERS 
The appointment of C. A. Prouty to a place on 
the advisory board of Director-General McAdoo, 
we are told, is satisfactory to shippers, in response 
to whose demands for representation, it is under- 
stood, Mr. Prouty was named. If shippers are sat- 


isfied, it is not for us to criticise. We do not feel 
like criticising anyway, except to the extent that, 
though we recognize all the qualities in Mr. Prouty 
that fit him for this assignment, we feel that it 
would have been better if some business man di- 
rectly interested in the shipping of goods had been 
chosen. There is something of this feeling among 
shippers, we understand, but so long as it seemed 
impossible to get such a man on the board they 
are pleased with the selection that has been made. 
Doubtless much of their satisfaction arises from 
the fact that Luther M. Walter is to be Mr. 
Prouty’s assistant and, if report is correct, will be 
in active charge of the work. Though Mr. Walter 
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is not a shipper himself, he is so closely identified 
with the interests of shippers and his point of view 
is such as almost to guarantee that he will be a 
thoroughly satisfactory representative. Among his 
qualities is a courage that assures his going to the 
front when there is anything that he thinks should 
be said. There is always the danger, of course, 
that something may be done without his knowl- 
edge, but that would be the case whoever had the 
place. His face will be missed at the table for 
shippers’ counsel in rate cases, but the loss in 
this respect will be a gain in a larger aspect of the 
situation. We hope this recognition of shippers in 
giving them a place in the councils of the railroad 
administration will result in benefit both to them 
and the situation generally. There is no profit to 
the administration in making things unnecessarily 
unpleasant for the business men of the country. 


THE RATE-MAKING POWER 

If the amendment that has been incorporated in 
the Senate railroad bill permitting the President to 
initiate rates, but giving the Interstate Commerce 
Commission, on complaint, power to review his 
orders, is the best that those who insisted that the 
rate-making power must remain in the Commis- 
sion are able to do, it would have been better had 
they never attempted the fight but had permitted 
the bill to remain as originally drawn and stood 
on what is generally held to be the proper legal 
ground—that the law of August, 1916, under which 
the President took over the operation of the rail- 
roads, gives him no power in the matter of rates 
nor in anything else not absolutely necessary in 
connection with the war emergency. 


We have expressed our ideas before as to this 
limit on the power of the President. Most of those 
whose opinions we care about agree with us. 
Doubtless those who have sought to amend the bill 
agree with us, but they were frightened by the 
claims made by the President and his Director- 
General and they sought to remove all danger by 
having the law specifically declare that all rate- 
making power continues to abide in the Commis- 
sion. So far they have accomplished nothing but 
to amend the bill so as to give the President the 
power he did not have before—that of initiating 
rates—saving to the Commission the right to re- 
verse the President after a hearing on someone’s 
complaint. 

In the first place, that is going about the job in 
the wrong way. The burden ought not to be on 
the shipper to prove improper a rate put into effect 
without opportunity for protest in advance, but on 
the carrier, as it is now, to justify it. In the sec- 
ond place, we are unable to visualize the Commis- 
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sion, whose members are appointed by the Presi- 


dent and are human beings subject to human 


frailties, overruling the President of the United 
States who appointed them and who may reap- 


point them if he likes the way they act. Perhaps 
our prophetic vision is blurred by the memory of 
the attitude the Commission has taken with 
respect to “requests” thus far made by the Director- 
General. The latter has preserved the form of the 
Commission’s authority by making requests of it 
instead of issuing orders to it, but it has hastened 
to do as he asked without, apparently, even read- 
ing what it was signing. That statement may ap- 
pear to be a little strong, but the recent affair of 
the new demurrage rules would seem to justify it. 
At least, since the question of whether to it or to 
the Director-General belonged certain power was 
raised the Commission has not given-the impres- 
sion that it would be likely to set itself against the 
President—and those who know human nature and 
understand how things are generally done in this 
world would not expect it to do so. 

So the power of review which the amendment 
gives the Commission is worth next to nothing. It 
may be said that, by the same token, even if the 
bill were left as originally drawn, the Commission 
could not be expected to deny the authority 
claimed by the President and his Director-General, 
and that is true. But someone else might raise 
the question in the courts. Under the amendment 
there will be no question for anyone to raise any- 
where. 

Though the Senate amendment was meant to be 
and is on its face a compromise between those 
who wanted the President to have full power and 
those who wanted the Commission to retain the 
power to regulate rates, it is, as we have tried to 
point out, nothing of the sort. It gives the Presi- 
dent the power he did not have to make rates. 
The President, we believe, in his proclamation tak- 
ing over the railroads, went far beyond the law of 
August 29, 1916, when he said that the Interstate 
Commerce Commission and the state commissions 
would be permitted to exercise the functions con- 
ferred upon them by law until such time as the 
Director-General might think it advisable to set 
aside an order. The law under which the Presi- 
dent acted says: “The President, in time of wat, 
is empowered, through the Secretary of War, to 
take possession and assume control of any system 
or systems of transportation, or any part thereol, 
and to utilize the same, to the exclusion, so far as 
may be necessary, of all other traffic thereon, for 
the transfer or transportation of troops, war ma- 


terial and equipment, and for such other purposes 
(Continued on page 306) . 
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Current Topics 
in Washington 


a 
Railroads and Politics.—Are Ameri- 
can railroads going to be brought 
into politics? That is a question that 
many of those who went through the 
Hepburn bill fight a dozen years ago 
think there is more justification for 
asking than there was then. Fearful 
souls in 1906 suggested that if the 
‘ Commission received the power to 
make rates for the future, putting the 
railroads into politics would be one 
of the deplorable results. Another fear was that the wid- 
ows and orphans whose funds had been put into railroad 
securities would suffer great loss. With one exception 
no rate case ever has attracted the attention of the poli- 
ticians. Not one of them ever became a subject for sus- 
tained political debate. There are some who now see so 
many political possibilities in the railroad situation that 
they wonder how it is going to be possible to run a po- 
litical compaign without discussing whether the guarantee 
proposed in the compensation bill is too much or too 
little; whether the managing officers of the various com- 
panies have been guilty of sabotage; and whether the 
increased cost of getting a bushel of potatoes hauled from 
Ato Z has been justified by the improvement in the 
service. That there must be an increase in rates is taken 
as a matter of course by those who know that the $935,- 
000,000 representing the average operating income will 
not be enough to pay all the railroads taken over by 
the President’s order. If they are increased, the fact will 
be an item in the account of debits and credits of the 
administration, naturally discussed by the free and en- 
lightened citizenry. If, as Clifford Thorne says, to the 
Burlington is guaranteed an income of more than twenty 
per cent, that fact, it is assumed, might be used by the 
candidates seeking nominations at the expense of sen- 
ators and representatives voting for such a guarantee. 





The Railroad Compensation Bill.—Discussion of the 
compensation bill will probably be begun in the Senate 
next week. The compensation and rate-making sections 
Promise to be the ones around which the talk will turn. 
They are the ones that caused“the most words to be 
spilled in the hearings and in the consideration the eom- 


mittee gave the measure. Thus far no definite alter- 
native proposals have been made respecting the question 
of rates, because those in opposition think the power to 
initiate rates should remain with the carriers and the 
disposition of the issues raised should continue with the 
Commission. Considerable wonder has been expressed 
a to why the President and Director-General McAdoo 
are SO anxious to have the power to make rates, without 
consideration by those whose business will be affected. 
No explanation has been vouchsafed except the general 
one that the President should not be hampered if and 
When he sees the need of more money. The answer to 
that has been that the commissioners are supposed to be 
Teasonable men, able to see a situation as readily as any 
other human beings, and therefore the deciding of the 
issue might be left with them. Cynically inclined men 
have intimated that the desire to have the power to make 
Rew rates effective, without an opportunity for discussion, 
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is grounded in a suspicion that perhaps some time in the 
near future the United States Treasury might need money 
in a hurry. Raising rates would be an easy way to get 
it. The rate-making section authorizes the Commission, 
in the event it finds a President-made rate unreasonable, 
to order reparation because the authority covers the whole 
range of possibilities under the act to regulate commerce. 
But when a dollar gets into the treasury, it must be 
remembered, it takes an act of Congress to get it out. 
An order of reparation, therefore, on account of a con- 
demned rate would be good—if Congress appropriated the 
money to pay it. Getting money from the treasury to pay 
the honest debts of the government is the hardest op- 
eration known to man. It is more than all the major 
surgical operations ever performed put together—as any- 
one having a valid claim against the government will 
swear on a stack composed of Bibles. 


Railway Mail Pay.—Postmaster-General Burleson, during 
the year just ended, saved $7,200,000 in the matter of 
railroad mail pay. The volume of mail carried was largely 
increased, but the railroads obtained less money for more 
work. That was achieved by hiring less space. Hiring 
less space meant sorting the mail in the offices after 
arrival and slower delivery at destination. Those who 
want their mail sent to them in the shortest possible 
time and the railroads, therefore, it is assumed, were the 
losers. The fact suggests a possibility when all railroad 
service is performed by the government. The cost may 
be reduced by curtailing the service. In that way it 
would be possible for some future Director-General of 
Railroads to show how much cheaper government railroad- 
ing is than private enterprise. The shippers would take 
what they could get and be satisfied—or take the question ~ 
into politics and obtain the judgment thereon of the afore- 
mentioned free and enlightened citizenry. 


What Railroads Are Taken Over?—Oregon and Wash- 
ington members of Congress are wondering what kind of 
policy Mr. McAdoo is pursuing in making up the list of 
railroads that have been taken over. One of them has 
received a letter from John Barton Payne in which the 
Director-General’s legal adviser said it was not deter- 
mined whether the Oregon-Washington part of the Union 
Pacific and the Oregon Trunk Line branch of the Seattle, 
Portland & Spokane, itself a branch of the Chicago, Mil- 
waukee & St. Paul, have bene taken over. The question 
arose over a contract which the trunk lines had made 
with one of the cities in Oregon under which they were 
to furnish rails for the construction of a branch line by 
an Oregon community. The trunk lines said they did not 
know whether, in view of the taking over by the goverr- 
ment, they should carry out their agreement. Mr. Payne 
said that while the question as to the taking over had 
not been decided, there appeared to be no reason why 
the contract should not be carried out. Until this time 
no one had any doubt about the subsidiaries of big 
systems. It was taken for granted that no attempt would 
be made to say, for instance, that only the Pennsylvania 
Railroad Company was taken over, but not the Pennsyl- 
vania Company, or the Northern Central and the last link 
in the Philadelphia, Baltimore & Washington. 


If Pooling Had Been Permitted.—Men with long mem- 
ories are wondering whether if President Taft’s recom- 
mendation to allow pooling had been passed in 1909, there 
would now be the congestion at the gateways that forced 
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Director-General McAdoo to appoint the committee to 
study traffic currents with a view to diverting tonnage 
from the badly crowded terminals to those where there is 
room to do business. If the pooling bill had been passed 
that year it is certain the scramble for divisions that 
sends lumber from the south to the crowded crossings 
on the upper Mississippi instead of through Memphis and 
Vicksburg and steel from Pittsburgh through Cincinnati 
instead of crossings nearer the point of origin, would 
not have been in existence when the country entered the 
war. Shippers who opposed the pooling bill then, prob- 
ably thought that the elimination of competition would 
result in higher rates. The higher rates are coming now 
coincident with the disappearance of competition, which 
disappearance is due to government decree. Anyone hav- 
ing time might entertain himself by figuring on how much 
more prepared for war the country would have been had 
the anti-pooling statutes been repealed by Congress instead 
of having them negatived by the government taking over 
the railroads and disregarding not only the anti-pooling 
but also the anti-trust statutes. A. &. Hi. 


ADVANCES IN RATES 


The Trafic World Washington Bureau. 
Advances in freight rates or passenger fares or both 
that will bring in from $350,000,000 to $500,000,000 a year 
will be made, it is believed, if the action taken by the 
Senate committee on interstate commerce in amending 
the railroad compensation bill so as to place the rate- 
making power in the hands of the Director-General of 
Railroads (with jurisdiction in the Interstate Commerce 
Commission, to revise, on formal complaint, any rate 
so established) is carried through into law. The reason 
for this belief is to be found in these facts: 


1. The prosperous railroads are to be offered (and 
it is believed they will accept) a guaranteed income 
equal to the average of their operating income for the 
last three fiscal years, with additional allowances for 
investments made in improvements and betterments for 
the last six months of the calendar year 1917. It is 
further believed the railroads that were not prosperous 
will not enter into such an agreement with the govern- 
ment, but will go into the courts under their con- 
stitutional right and demand either that the government 
pay them a fair return on their investment or that the 
government follow the ordinary condemnation procedure, 
which is as well known and as well established as trial 
by jury, and which results in the government becoming 
the owner of the property. 


2. Big increases in the wages of all railroad employes 
are as certain as anything this side of the Styx can be. 


If all the railroads should enter into an agreement 
with the government accepting the average of the op- 
erating income for the last three years as payment dur- 
ing the period of government operation, the annual rental 
to be paid by the government would be, im round figures, 
$935,000,000. However, the non-prosperous roads are not 
expected to accept from the government the average of 
what they themselves were able to earn. It is a well- 
established rule that while a man may not be able to 
make more than 1 per cent on his investment, the gov- 
ernment may not take his property for public use except 
on the payment of a reasonable price, and reasonable 
price usually means an income, dividend, interest, or 
whatever it may be called, at the rate of 6 per cent per 
annum. There is no method whereby any of the ,rail- 
roads now in the hands of receivers may be compelled 
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to allow the government to use their property for any- 
thing less than such “reasonable return.” 


It has been estimated that it will take from $150,000. 
000 to $200,000,000, in addition to the payments made 
to the prosperous roads, to satisfy the non-prosperous, 
Inasmuch as about 60 per cent of the railroads of the 
country can be listed as non-prosperous, an estimate of 
$200,000,000 to satisfy them, it is believed, is the quint. 
essence of conservatism. 

No one has any idea as to how far President Wilson 
and his advisers will have to go in satisfying the em. 
ployes of railroads. Americans doubtless have laughed 
at the demands of the Russian bolsheviki on employers 
of labor. Some of the workmen have demanded increases 
running as high as 100 per cent, 30 or 40 per cent being 
the customary demand, judging from newspaper reports 
from Petrograd. It is possible the Russians will have 
their turn in the matter of laughter when the details of 
the demands of employes of the railroads are made pub- 
lic. Whether that will be done is one of the questions 
that has not yet been answered. A few of the demands 
are public property. For instance, the telegraphers have 
asked for a 40 per cent increase. Their representative 
said to Secretary Lane that the heads of the telegraph 
operators appeared to have been turned by the fact that 
the government had taken over the railroads. Many 
of them had been led to believe that the railroads have 
been making enormous incomes, and that when the goyv- 
ernment obtained control of their treasuries it would be 
easy for it to pay almost any kind of wages. The sec- 
tion hands, who call themselves maintenance of way 
employes, have asked for increases running from 30 to 
60 per cent. Their representative told the wage com- 
mission that theirs is indeed a hard life. For instance, 
he said no maintenance of way man may go to church 
or to a party without first obtaining the consent of his 
boss and that employes in that branch of the railroad 
service, because of the hardships, did not live very long. 
One of the exhibits at the hearing confessed that he 
had been working as a section hand for 52 years. The 
admission provoked a little laughter because there seemed 
to be disagreement between the language of the spoks- 
man and the living fact. 

An estimate as to increases in wages running from 
$200,000,000 to $300,000,000 is also considered conservative. 
The government has been liberal to all its employes, ex- 
cept clerks in Washington. They have not obtained big 
advances. Laborers and mechanics outside of Washington, 
however, have received big wages. Men employed in 
the cantonments as ordinary saw and hammer carpentels 
made as high as $7 a day. Railroad men know these 
facts and are expected to place them before the wage 
commission and insist that they, who are in a dangerous 
occupation, shall be as well paid as those who do not 
incur risk of life or limb. 

Just before the United States went into the war Com 
gress doubled the pay of the enlisted men of the army. 
The private who had received $15.60 a month while in 
foreign service now receives about $33. That also is ex 
pected to be used as a precedent. 

It is possible, of course, that the railroad employes 
and the railroads will become seized of the notion that 
it is not patriotic to ask the government to do for them 
what it would for mechanics and laborers and soldiers 
when it was in the first flush of war excitement. The 
railroad owners who have been receiving 2 or 3 per cent 
as dividends may elect to receive no greater income 
during the continuance of the war. 
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Decisions of Interstate Commerce Commission 


GRAIN TRANSIT AT KANSAS 
STATIONS 


In a report on I. and S. No. 1069, Grain Transit at Kan- 
sas Stations, written by the third division, opinion No. 
4994, 48 I. C. C., 59-61, the Commission has held that the 
railroads justified the cancellation of waiver of out of line 
haul charges on grain and grain products from specified 
Missouri River points to New Orleans, Mobile, and other 
specified destinations, milled in transit at Abilene, Enter- 
prise, Hutchinson, Salina or Woodbine, Kan., and the ef- 
fected cancellation of waiver of similar charges on like 
trafic moving under proportional rates to Gulf ports for 
export. The orders of suspension therefore are to be va- 
cated as of April 1. 


DEMURRAGE ON HAY 


In No. 9370, Chas. Schaefer & Son vs. Long Island R. R. 
(o., opinion No. 4890, 48 I. C. C., 25-80, Commissioner Meyer 
has written a report holding that demurrage charges at 
long Island City on cars of hay held at that point and 
consigned to complainants at public team tracks at Bush- 
wick Station, Brooklyn, were assessed without tariff au- 
thority. The charges were assessed in April and May, 
1916, on cars held at points short of the destination. At 
the hearing the G. E. Van Vorst Company and W. C. Pow- 
es & Co., hay dealers at Brooklyn, intervened and pre- 
sented claims for reparation. The report says that, while 
the complainants did not utilize all the storage space they 
had before asking to have cars held for them at Long Isl- 
and City, that fact did not authorize the railroad to impose 
tharges for which there was no tariff authority, no mat- 
ter how much the complainants might be censured for hav- 
ig fallen short in co-operating with the carrier to prevent 
congestion. The record was not sufficient to show that the 
iterveners paid demurrage charges under conditions simi- 
lar to those surrounding the shipments of Schaefer & Son. 
Therefore, their claims were dismissed without prejudice. 
The report says the letter of the railroad advising the 
tmplainant that it intended to hold the cars at Long 
Island City was not a notice to the complainants that it 
intended to exercise its right to make delivery of the hay 
at Long Island City as contemplated by Rule 5 (b). If 
such notice had been given, then the demurrage would 
lave accrued. 


RATE ON FOREST PRODUCTS 


In No. 8614, Brown Stave Co. vs. St. L.-S. F. et al. 
Opinion No. 4898, 48 I. C. C. 75-76, the Commission held 
that rates on forest products from Canalou, Mo., to 
Thebes, Ill., for beyond, are and were unreasonable, but 
denied reparation. The rate under attack is one of 7.5 
tents on forest products including slack barrel cooperage 
staves for a haul of 47 miles. The assailed rate is the 
local and also the proportional between the points men- 
oned. In Himmelberger-Harrison Lumber Co. vs. St. L.- 
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S. F., 36 I. C. C. 262 and 46 I. C. C. 480, the Commission 
held that a 7 cent proportional rate from Morehouse to 
Thebes for beyond was unreasonable to the extent that it 
exceeded 5.5 cents. For a long time prior to the reduc- 
tion therein ordered the rate from Canalou was one-half 
cent higher than the rate from Morehouse. The conten- 
tion in this complaint was that the old relationship should 
have been maintained. The Commission in this case de- 
cided that the rate from Canalou should not be more 
than 6 cents and that it should be established not later 
than April 1. Reparation was denied because the com- 
plainant did not attack the through rates and Cairo Board 
of Trade vs. C. C. C. & St. L., 46 I. C. C. 343, is cited 
as authority for that refusal. 


IMPORTED BLACKSTRAP MOLASSES 


No. 9374, David Berg Distilling Co. vs. Pa. R. R. Co., 
Opinion No. 4899, 48 I. C. C. 77-78, has been dismissed, 
the Commission holding that the rate on imported black- 
strap molasses from the railroad company’s wharf to the 
distillery’s siding, both in Philadelphia, had’ not been 
shown to be unreasonable. 


GRAIN TO JACKSON, MISS. 


e The Traffic World Washington Bureau. 
According to Attorney-Examiner George N. Brown the 
carriers involved in 9719, Hannah Distributing Company 
et al. vs. M. K. & T., of Texas, et al., have justified 
the reasonableness of the through charges on grain and 
grain products from points of origin in Texas to Jackson, 
Miss., and the complaint has not shown them to be 
unjustly discriminatory. Therefore Brown, in a tentative 
report, recommends the dismissal of the complaint. 


SALTED HOG MEAT 


The Trafic World Washington Bureau, 

It is the opinion of Attorney-Examiner Burnside, ex- 
pressed in a tentative report on No. 9819, Jacob E. Decker 
& Sons vs. B. & O. et al., in a transportation sense, there 
is no difference between salted hog meats in bulk and 
salted hog meats in packages. Therefore he recommends 



















that the Commission find that the shipments from Mason 


City, Ia., and Austin, Minn., to points east of the Indiana- 
Illinois line were not undercharged and that the fresh 
meat rate should not apply. 

The question arose because tariffs applicable east of 
the Mississippi do not specifically provide a rate for saited 
hog meats in packages. They make a specific rate for 
such meats loose or in bulk. On account of the large 
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number of shipments in packages made by the complain- 
ant to Philadelphia in 1916 and 1917 the question arose as 
to what rate should apply. The railroads decided to apply 
the fresh meat rate of 50.5 cents per hundred pounds. 

Geo. A. Hormel & Co. intervened in behalf of the com- 
plainant because its shipments of salted hog meats in 
packages had also been held up and the consignees asked 
to pay the fresh meat rate, simply because the tariffs 
applicable east of the Mississippi River did not provide 
a rate for salted hog meat in packages. 

Mr. Burnside said that meats shipped in packages load 
heavier than those placed on the floor of the car or in racks 
and that under the analogous commoddity rule the rate 
established for salted meat in bulk should have been ap 
plied to the shipments in boxes or barrels. 


TRANSPORTATION UNCERTAINTY 
The Traffic World Washington Bureau, 

Washington is the home of uncertainty and anxiety. 
Men having to do with transportation and production of 
commodities needed for the successful prosecution of the 
war, vernacularly speaking, do not know whether they 
are afoot or mounted. President Wilson and Director- 
General McAdoo may know the answer, but at the time 
this was written they had not spoken. 

Specifically the uncertainty was created by the failure 
of the Director-General, up to the end of January, to 
announce his permanent staff for the operation of the 
railroads, and the President’s failure to name a man to 
fill the chairmanship of the War Industries Board, re- 
signed by Daniel Willard, who said he was quitting be- 
cause the Baltimore & Ohio needed his whole time. 

The two organizations, railroads and war industries, for 
days and days, practically marked time because they did 
not care to initiate anything. Nobody can say definitely, 
perhaps, that anything specifically suffered because of the 
era of indecision on the part of the workers. It is known, 
however, that many of the railroad men tock steps to 
find out what, if anything, they could do in the event 
it became necessary for them to hunt new jobs. The 
big men, the dollar a year men of the War Industries 
Board, it is also known, refused to make any arrange- 
ments for staying in Washington, except a day-to-day 
agreement. They did not know whether their services 
would continue from one day to another. The appoint- 
ment of Mr. Stettinius to be surveyor-general of purchases 
in the War Department raised the question as to whether 
the War Industries Board would be longer needed. 

The uncertainty as to the transportation part of the 
program extended from the attic to the cellar in the 
Interstate Commerce Commission, and from the top to 
the bottom of every railroad organization in the country. 
The organizations that were certain the property had 
been taken over were uncertain whether the personnel 
was to be changed. Every railroad that can be called 
a short line is and has been uncertain as to whether it 
has been taken over, although each had to assume it 
had been, because it received notice from Mr. McAdoo 
that it had. 

No diminution of uncertainty was caused by the fact 
that Commissionér Woolley was making up a list that 
would separate the sheep from the goats. Nor was there 
any quieting effect produced by the inquiry as to the 
identity of the men receiving $10,000 a year and upward. 
General order No. 6 directing, in effect, the disbandment 
of certain organizations, also tended to the production 
of uncertainty. 

Under the surface it has always been possible to see 
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the big question as to the scope of the Director-General’s 
authority. The pertinent inquiries are: Has the Director. 
General the power to change rates? If he has power to 
change interstate rates, does that power extend to rates 
for transportation within a state? Has he the power to 
change the domestic affairs of the corporations, the phys. 
ical properties of which he has taken over? In other 
words, did the government succeed to all the rights of 
the corporations when it made arrangements to have 
the properties operated as a unit, among which is the 
right to fix the wages of employes of the companies and 
to hire and dismiss men? Did the Director-General suc. 
ceed to all the powers of the Interstate Commerce Com. 
thission, and, if so, did the whole law pertaining to com. 
mon carriers go into the waste basket when the Pregi- 
dent took over the railroads, presumably to operate them 
for the dispatch of military commerce and commerce 
essential to the national security? 

The Director-General has assumed that he has suc. 
ceeded to all the rights and powers of the railroad com- 
panies, but thus far there has been, apparently, reluctance 
to assume any of the obligations of the companies, simply 
because he is a part of the government. 

The uncertainty in the Comission arises from the as- 
sumption by Mr. McAdoo of the power to make rates, 
If he can exercise that function of the Commission, it is 
argued that he must believe he has also the power to 
change the machinery through which it has been oper- 
ating. 

Bluntly stated, the staff of the Commission has been 
inclined to wonder if all the offices therein have become 
subject to the will of the Director-General. The volume 
of wonder is great because if he has acquired the power 
to control the staff of the Commission, as he claims the 


power to control its decisions (through the power of 
modification or setting aside) then a new rule for ap- 
pointments and promotions has come into effect—the 
rule that prevails in the executive departments instead 
of the rule that has been observed in the Commission. 
The latter is that each Commissioner recommends the 


appointment of certain men to be examiners. His col- 
leagues then approve his recommendations or disapprove, 
if any reason for disapproval be found. 


While there is no positive information as to the feeling 
of the men in executive places in the railroad organiza 
tions, intimations have come to Washington that there 
is even more agitation among them than among the em- 
ployes of the Commission, because the elimination of 
competition raises the question as to whether the highly 
paid men will be retained even if Director-General McAdoo 
does not try to exercise the power of making and un 
making the staffs of railroads. 

It is not at all difficult to infer from the anxiety that 
the average citizen’s idea of making sacrifices for the 
winning of the war is that there should be no change 
in so far as his job is concerned; that if there is talk of 
taking his place from him he is going to slow up his work 
enough to enable him to find a landing place before the 
war sacrifice is decreed and put into effect. There is 
a conviction that there has’ been a big slowing up in 
transportation attributable to that uncertainty as to the 
tenure of place and determination to seek safety in flight 
at the first intimation that the Director-General is think- 
ing the war would be speeded up if some changes were 
made in the highly paid personnel of such and such 4 
road. 

The fact that a majority of the Senate committee 02 
interstate commerce is in favor of an amendment to the 
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compensation law making a legislative declaration that 
the Interstate Commerce Commission is to continue as 
the rate-making power is of small comfort to the mem- 
pers of the staff. They have all been in Washington long 
enough to know that there are many slips between the 
introduction and the passage of a bill, even after the bill 
has been framed by the committee and agreed on. They 
also Know that even if the courts should declare the 
pirector-General has no power other than that of order- 
ing the physical operation of railroads, the judicial opin- 
jn would be of no value to such as may have been sep- 
arated from the service during the time the Director- 
General thinks he has the power and chooses to exercise it. 
Besides, a vote by the Senate committee in favor of 
aving the rate-making power in the Commission does 
not make a law. It merely suggests that perhaps if the 
House took the opposite view, the proposed legislation 
would be a compromise which would provide that under 
certain conditions, the Director-General might set aside 
the orders of the Commission. There would be no essen- 
tial difference between such a compromise and the claim 
of the Director-General, although it might seem there is. 
It the Director-General obtains the power to set aside a 
nte or regulation under any conditions, the grant of 
pwer to him might be without limitation, because he 
would be the judge of the conditions under which he 
night exercise the power. 


RAILROAD LEGISLATION 


The Trafic World Washington Bureau. 
Discussion of the railroad compensation bill is likely to 
be going on in both houses of Congress next week. Chair- 
man Smith hopes the Senate will make it unfinished busi- 
ness to be taken up every day after morning business until 
passed. The House report is almost ready for submission. 
Both chairmen expect to push the bill on the theory that 
itis war legislation and not something to be used for 
settlement of controversies of long standing. In that way 
they hope to sidetrack questions as to what would be 
fair compensation, such as Senator Cummins suggests— 
payment of ordinary dividend and interest ,.on debts. Op- 
position to the bill as reported in the Senate will not be 
uited. Senator Poindexter, one of the minority, is in- 
dined to urge an amendment looking toward the continu- 
ance of government control, while Senator Cummins is 
interested in rate making and compensation. 
Chairman Smith, of the interstate commerce committee, 
February 7 reported the administration railroad bill to 
the Senate as amended by the committee. 


One minority report was filed by Senator Poindexter, 
Republican, of Washington, who asserted ro definite time 
for returning the railroads to their original owners should 
be fixed until a definite plan had been worked out, correct- 
ing the defects in the transportation system. The sena- 
tor also objected to the provision authorizing the Presi- 
dent to control rates subject to an appeal to the Inter- 
state Commerce Commission. 

Discussing the provision inserted by the committee pro- 
Viding for the termination of government control eighteen 


months after the peace proclamation has been issued, the 


Senate committee report says: E 
‘It is possible that certain conditions may arise from 
federal control which will need adjustment before the prop- 
erties are returned to their owners, and a reasonable period 
Should intervene in which these conditions may be met 
and adjusted. It may be that the nation will be unwilling 
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to return to the conditions obtaining before the assump- 
tion of federal control. Legislation may be demanded rad- 
ically changing the relation of the government to the 
railroads from that now existing in the interstate com- 
merce act as amended. Your committee has suggested a 
period of eighteen months, and it believes it will be found 
adequate for that purpose. 

“There is also a provision to the effect that the Presi- 
dent may, prior to July 1 next, relinquish control of such 
transportation systems as he may deem not needful or 
desirable.” 

The bill as reported by the Senate committee is amended 
so that Director-General McAdoo will have power to pre- 
scribe rates, but the Commission will have jurisdiction on 
complaint to refuse his work. Another amendment would 
limit the period of government control to eighteen months 
after the war. These were agreed on by a vote of eleven 
to four. The four who voted to retain the Commission 
as the sole rate-making power were Cummins, La Follette, 
Townsend and Watson. Cummins and La Follette, at 
least, it was thought, would join in a minority report and 
fight to keep the rate-making function in the Commission. 

The amendment as to time constitutes a compromise 
between President Wilson, who desired no limit on the 
duration of government control, and those who desired to 
fix one year as the time during which the government and 
the owners of the railroads might make arrangements for 
a resumption of operation by the railroad companies. The 
amendment relating to the rate-making power was also 
called a compromise. 

The House interstate committee February 6 decided to 
amend the railroad bill so as to authorize the President 
to offer compensation to the railroads in an amount not 
in excess of the average of the last three fiscal years; 
limiting government control to not more than two years 
after a treaty of peace; authorizing compensation to short 
lines not taken over which have suffered loss through 
the diversion of traffic by reason of congested condition, 
by diverting to them an equal amount of tonnage when 
there is no congestion; and authorizing the President in 
case of emergency to prescribe rates on military traffic 
subject to review by the Commission. When the Com- 
mission has reviewed such rates he may make them 
effective if he disagrees with the Commission. 


The Rate-Making Power 

After the Senate committee on interstate commerce 
voted, 11 to 4, to report the amended railroad compensa- 
tion bill, it was felt by those who have been interested in 
having some barrier between the shipper and the views of 
one man as to what is the proper rate for a shipper to pay, 
that nothing more could be done unless shippers through- 
out the country manifested more interest than they have 
shown thus far. It was taken for granted that if the 
President and Director-General McAdoo could persuade 
the senators to stand for the evisceration of the Com- 
mission, nothing could be expected from the House 
committee. 


Those who had been making the fight for retention 
of the Commission as the rate-making power felt consid- 
erable embarrassment all the time they were working, 
because they were in opposition to the President in time 
of war. They felt, however, that the fundamental ques- 
tion is so serious that opposition to the President in 
time of‘ war is justified and will be more justified, if 
possible, as time goes on if the shippers of the country 
permit Congress to believe it is serving them well by 
putting the power to make rates in the hands of one man. 
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At this time, it is admitted, there is no reason to 
suspect the soundness of rate views that may be held 
by Director-General McAdoo and the rate to be paid is 
of comparative unimportance anyhow. The necessities 
of the country are so great that the producer of any 
article can demand almost any price that pleases him 
and find a way for obtaining it—unless Food Adminis- 
trator Hoover cuts off his license to do business, as may 
be done if the producer is a dealer in food. 

But there is going to be a period after hostilities cease 
when business will be on a different basis. During that 
period, if the compensation bill is allowed to become 
law in its present form, the Director-General will be the 
rate-maker, just as he will be during hostile operations. 
The government tenure will continue, as the bill now 
stands, for at least eighteen months after peace treaties 
are signed. Eighteen months after the war means prob- 
ably three years after the men are out of the trenches. 
The civil war did not close until a year after the sur- 
render of Lee. The revolutionary war did not end until 
two years after the surrender of Cornwallis. The Spanish 
war was short, but it continued for more than two months 
after Cervera surrendered. It was nearly three years 
after Napoleon was sent to St. Helena before the con- 
gress of Vienna bound up the wounds caused by the 
ten years of strife following the usurpation of the throne 
of the Capets by the Corsican. Under the proposed law 
the rate-making power will be in the hands of the Director- 
General until a certain time after peace comes and 
nobody can guess just how long it will take to frame a 
definitive treaty of peace between Germany and the 
United States, and for eighteen months after the making 
of that treaty the Director-General of railroads would be 
able to say, without notice, that the first-class rate be- 
tween New York and Chicago shall be $1.50 per 100 
pounds. 

True, the Commission, on complaint, would be able to 
say the $1.50 rate was unreasonable and order the resto- 
ration of the existing rate of 90 cents. 

As the law now stands, possibly every lawyer who ever 
uttered a word before the Commission in a rate case 
believes the Director-General has no more power over 
a rate than plain John Smith. John is at liberty, at 
all times, to propose that the rate shall be made $1.50 
per 100 pounds, and if the Commission agrees with him, 
and the carriers will accept, the rate can be raised. 
They believe he has the right of every other citizen to 
make suggestions as to rates, but no more than any 
other citizen. 

According to the President and the Director-General, 
the latter has the power to set aside an order of the 
federal or a state commission, without hearing, or without 
appeal to anybody. 

As a compromise the Senate committee decided to 
amend the compensation bill by giving the Commission 
the power to review, upon complaint, a rate prescribed 
by the Director-General. 

The compromise is between a straw man set up by 
the President and the Director-General, and men like 
Cummins, LaFollette, Townsend and Watson, who went 
through the fight of 1906 to have the breath of life put 
into the Commission by having the power to prescribe 
rates for the future given to it. 

A New Rule Proposed 

It is assumed that the action of the Senate committee 
in writing into the bill an affirmative grant of rate-making 
power to the President will become the law as to rates. 
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If and when it does, a new rule will be operative. At preg, 
ent the rule is that every charge shall be just and reg. 
sonable and that no carrier shall make or give any undy 
or unreasonable preference or advantage. 


The proposed rule leaves out the prohibitions containg 
in the second, third and fourth sections. The word “fajp 
may cover them all. Nobody knows just exactly wha 
the word “fair” will mean when used in a statute relating 
to railroad rates, fares, charges, rules and regulations, | 
is unknown in federal railroad regulatory jurisprudence, 

At best it can be said that the importation of that wor 
means the beginning of litigation. That view is particy. 
larly supported by the last sentence reading: “After 
full hearing the Commission may make such findings and 
orders as are authorized by the act to regulate com. 
merce, as amended.” Those who have given thought to 
the subject are inclined to ask what is the act to regulate 
commerce, “as amended.” Will the part of the compen. 
sation law pertaining to the initiation of rates be re 
garded as part of the “act to regulate commerce, as 
amended?” If so, it is suggested, it will have to be made 
to work in conjunction with the older parts of that law, 
the meaning of which has been declared by the courts, so 
there are now few hotly contested points. 

It has been suggested that if the rate-making power is 
thus affirmatively transferred to the President, he will 
follow the example set by the railroads and file tariffs 
that will conform with the letter and spirit of the act to 
regulate commerce. If that is the idea, it is argued, a 
vast amount of pother has been made about nothing, 
If the intention is to live up to the act to regulate com- 
merce as it now stands, it has been asked why go to 
the trouble of saying anything about the rate-making 
power in a bill, the primary object of which is to provide 
compensation for the use of property taken to enable the 
President to move the armies and their supplies? 

Another query is as to why the President should be 
made the judge of the public interest in the laying of 
taxes, which is what a railroad rate, in the final essence, 
is believed by many to be. He has no power to lay taxes 
in any other instance. Under the proposed law he could 
raise hundreds of millions of dollars for the public treas- 
ury by making the minimum rate on coal $2 a ton. The 
people would have to buy coal, for a while at least. Or, 
if the treasury needed money and Congress were obdurate, 
a tax of twenty-five cents a bushel, as a minimum, on 
wheat would also yield millions. 


The answer might be that the Commission would stand 
as a reviewing body, ready, after full hearing, to make 
such orders as are authorized by the act to regulate com: 
merce. , 


Under the ordinary rule for construing a statute, the 
section in the compensation bill relating to rates takes 
the place of the rules in the existing act to regulate 
commerce, prescribing the kind of rates that may be made. 
As before remarked, the new rule contains nothing about 
the long and short haul. If the new rule supersedes the 
old one, there would be nothing, other than the good 
sense of the President, to keep him from giving the Pa 
cific coast rates lower than the intermountain territory. 
It would also be possible for him to allow the Souther 
Pacific to make effective its scheme to give a selected 
list of commodities rates from New York to the Pacific 
coast, the same as all-rail rates from Pittsburgh—that is 
to say, to blanket the Pittsburgh rates for the whole 
territory between Pittsburgh and New York, thereby in- 
troducing fourth section violations from points of origit 
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in the east as the successors of fourth section violations 
at destinations in the west. 


Under the proposed statute rates constructed on the 
well or ill considered recommendations of Director-Gen- 
eral McAdoo’s railroad advisers would become effective 
on one day’s notice if he desired, his only restraint being 
his own opinion as to what the public interest required. 

Before the Commission received the power to prescribe 
rates for the future, the railroads had that power. But 
there were hundreds of railroad presidents and hundreds 
of traffic managers and general freight agents whose 
minds had to come into agreement before a change of 
rates could be made. Under the proposed law, the Presi- 
dent’s nod would make it obligatory on a shipper to pay 
any kind of rate he might prescribe and continue to pay 
it during the months that would elapse before the Com- 
mission could test its fairness, justness and reasonable- 
ness. 

These are a few of the thoughts that have come to men 
who have been long engaged in the fight for the ascer- 
tainment of the just, reasonable, and non-preferential rate. 
None of them thinks of imputing anything other than the 
highest motives to those who framed the legislation or 
to those who advised the President that he needed such 
power successfully to manage the railroads. But it has 
been suggested that the disastrous experience with the 
average agreement and bunching rule should warn the 
men constituting the railroad administration against ac- 
ceptance of-such power, even if every man in both House 
and Senate were willing to grant it. 


Thorne Not Satisfied 

The indications are that Senator Cummins will lead a 
fight against the provision. Unfortunately, however, for 
those who are dependent on the quality of the railroad 
rate, he is a part of the political minority and still more 
unfortunately, many believe, his stand on war questions, 
to a large extent, has robbed him of the influence he 
once had in rate matters. Clifford Thorne, who works 
with him, in discussing what the Senate committee had 
done, said: 

“Retaining full jurisdiction over rates in the Interstate 
Commerce Commission is an event of historic consequence. 
This follows a memorable list of efforts to weaken or 
destroy the power of the Commission. It is probably 
safe now to assume that this tribunal has come to stay 
in our system of government. The Interstate Commerce 
Commission, second only to the Supreme Court of the 
United States, is the greatest tribunal on the American 
continent, for the determination of controversies between 
men. 

“The second amendment which prevents the capitaliza- 
tion of additions and betterments made out of earnings 
or surplus during federal control is the recognition of a 
great principle around which many battles have been 
waged in the past. 

“There is room for very much improvement in both of 
these measures as now recommended by the committee 
and it is earnestly hoped that these changes will be 
brought about by the House committee or in conference. 

“The President originating rates will lend a gréat pres- 
tige to any changes desired by the railroads. Certainly 
he should not originate rates without a full hearing. It 
Would be very desirable if that portion of the bill could 
be amended, leaving the power still with the carrier to 
initiate rates. The measure relative to surplus still 
leaves the excessive guarantees of all surplus earnings, 
although improvements out of surplus cannot be capital- 
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ized. I believe the security holders in American railroads 
would be content with a government guarantee of interest 
and dividends, providing the properties were kept up to 
their present condition and improvements where neces- 
sary were constructed under federal control.” ‘ 


The House Amendment 


Only a genuine prophet can have a clear idea as to 
what will be the provision of the rate-power part of the 
bill when it gets through Congress. That fact became 
clear when the House committee suggested, in a ten- 
tative way, that in cases of emergency the President 
should have the power to make rates applicable on the 
movement of military supplies, subject to review on formal 
hearing by the Commission which should report its con- 
clusions to the President, who would then decide whether 
to adhere to or modify his original idea. 

That was a great modification of the proposal of the 
Senate committee on interstate commerce. It proposed 
to give the President much less power than section 10 
of the Senate bill gives. There are no limitations on 
the scope of the President’s rate-making power in the 
Senate bill. In the tentative rate-making section of the 
House bill the power could only operate in cases of emer- 
gency on military goods. 

No matter what form, if any, that part of the bill “has 
when it leaves the House or the Senate, the crisis in the 
matter is not likely to come before the measure reaches 
the committee on conference on the disagreeing votes 
of the two houses. Before that time comes there will be 
much discussion of the whole subject in those parts of 
the country in which the railroad rate question is a live- 
wire proposition. 

Although the country is at war and all legislation is 
supposed to be acted upon on the assumption that it is 
necessary to make a decision quickly, it is believed sen- 
ators and representatives will undertake to ascertain the 
views of their constituents and pay some heed to the 
thoughts of the folks back home. The latter seem to be 
inclined to treat the matter of rates as not at all con- 
nected with the war. 

Operation, it is generally conceded, is a pure war ques- 
tion, to be left to the decision of the President, without 
undertaking to hamper him. What the user of a railroad 
should pay for the service rendered, it is contended by 
those who have opposed the grant of any power to the 
President, is not a question of war—or at least not any 
more than what a man should pay for riding on a street 
car or for the gas he uses for cooking, unless the Presi- 
dent or his advisers are thinking of using the rate as 
a method for raising revenue. 

In the event there is any such thought, it is submitted, 
the House committee on ways and means and the Senate 
committee on finance have jurisdiction over the compen- 
sation measure, rather than the two committees on inter- 
state commerce. No one, however, has said that the 
President or the Director-General are thinking of using 
the railroad tariffs as means for obtaining revenue for the 
treasury. That is to say, no one speaking for them or 
having any idea as to what thoughts they may have, other 
than those they have given to the Congress committees, 
has said anything of the kind. 

Members of both House and Senate, in ordinary man 
to man talk, have shown a dislike for the possible po- 
litical effect of giving the President the rate-making power. 
They have wondered whether the President and Mr. Mc- 
Adoo have figured on the psychology of an increase in 
rates such as it is morally certain will have-to be made 
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because the railroads have been taken over, the govern- 
ment thereby obligating itself to make a reasonable return 
on the book value of railroads the managers of which 
themselves have not been able to accomplish that desir- 
able end. 

It is submitted that the average man, when he has to 
pay a heavier passenger fare or more freight will say, “Oh 
yes, government. control is a fine thing. It makes us 
pay $1.25 to get what used to cost us 85 cents, so one 
road may get 15 per cent and another get 25 per cent, no 
matter how much the war pinches me.” A senator or 
representative is patriotic, it is suggested, in the same 
way that the ordinary man is—he does not want some 
other man to get his job. Voters jeering at the higher 
rates they will have to pay, it is suggested, will be in- 
clined to hold politically responsible the party of which 
the rate-maker is a member. 

It is thoughts and considerations of that kind that lead 
to the conviction that the crisis will not arrive until the 
subject reaches the hands of the conferees appointed to 
iron out the differences of opinion shown by the two 
houses. However, that conviction may not be worth a 
picayune. The feeling that such questions should all be 
kept in the background until after the war is won may 
become strong and result in agreement on the point with- 
out the necessity of referring any question to a con- 
ference committee. 

At this point, however, it is pertinent to refer to the 
fact that the amended fifteenth section was adopted in 
war times and, according to Senator Smith, of Georgia, 
in response to a demand among the people that the rail- 
roads be not permitted to increase rates during the war. 
He intended that amendment to make it practically im- 
possible for the carriers to make increases before Jan. 
1, 1920. Of course, everybody knows that that section 
merely compelled a change in the routine. Filing an ap- 
plication was no harder than filing the tariff. It merely 
made an additional step at the beginning and, in many 
instances, eliminated a step at the end of the journey, be- 
cause the number of suspensions was decreased. 

How much of the sentiment that caused Congress to 
growl in that way on account of the fifteen per cent 
case, there is no way of knowing. It may have all dis- 
appeared. Senator Smith, however, is of a different mind 
and he is expected to resist the effort affirmatively to 
grant the rate-making power to the President. 


Question of Constitutionality 

Every two or three days somebody raises the question 
of constitutionality in connection with the Senate com- 
mittee bill’s section 10, which affirmatively grants the 
power to initiate rates and make them effective to the 
President. Prescription of rates is the exercise of a legis- 
lative power. The question as to what it is was debated 
for days on end in 1887 and at various times during the 
consideration of the Hepburn bill in 1904-5-6. Finally it 
got into the courts with the result that they agreed that 
the prescribing of rates is a legislative function exclu- 
sively, when not exercised by the common carrier itself, 
but that Congress could provide for an administrative body 
to consider facts and say what would be the just, reason- 
able and non-discriminatory rate, in view of all the facts 
and circumstances. 

The rate-making grant of power to the Commission, the 
courts held, was not a delegation of legislative power 
forbidden by the constitution. It was merely the remission 





to the Commission of the administrative duty of finding 
the facts which, when applied, would show whether the 
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rates filed by the carriers would meet the law standard 
of just, reasonable and non-discriminatory rates. 

It is pointed out that the grant to the President is not 
to investigate and find the facts, but to initiate the rate 
and make it effective. That is what Congress could do, it 
is admitted. However, the investigation which the Com. 
mission is ordered to make, is designed to make certain 
that the rates found to be just, reasonable and non-dis. 
criminatory will not confiscate the property of the car. 
riers. 

That raises the question as to whose property is con. 
cerned when the President prescribes a rate. Could there 
be any question of confiscation when the carriers ordered 
to observe a rate prescribed by the President have leased 
their property to the government, or have had their prop. 
erty taken by the government? What interest could raise 
any question about the constitutionality of action taken 
by the President? The tendency of courts, for a long 
time, has been to disregard the form and get at the 
substance of things. The roads that have been taken 
over will be, to all intents and purposes, property of the 
government. That being the fact, there could be no con- 
fiscation as to the property of the taken-over corporations, 

As to the railroads not taken over, the answer is that 
the President would not prescribe rates for them. Be- 
sides, no one thinks the President will reduce rates, 
so the constitutional question of confiscation is not a 
burning one and could not be, it is believed, unless and 
until somebody was in danger of getting hurt by a re 
duction in rates. Naturally, no one expects a reduction 
in rates while the government has control, unless the 
Director-General should follow the example of the Post- 
master-General and count only some of his operating ex- 
penses in making up a statement to show that he had 
achieved a large margin, possible of devotion to the pay- 
ment of dividends and surplus. 


The only way in which anyone might be hurt by rates 
prescribed by the President would be by the creation of 
competition between a government and a non-govern- 
ment line. For instance, if at a competitive point he 
should prescribe a switching charge for the government 
line much lower than the charge made by the non-govern- 
ment road. Such a difference in rates might hurt while 
the difference prevailed. But that is an almost impossible 
situation, because the lines that everybody believes will 
be retained by the government even now, by strong-arm 
methods, are taking all the competitive business from the 
short lines. They are disregarding routing instructions 
issued by shippers to such an extent that some of the 
short lines are going into bankruptcy soon because of the 
injustice done them. 

Litigation on account of that stealing of traffic is pos- 
sible, but not probable. The short lines are not able to 
prove the routing of traffic taken by the soon-to-be gov 
ernment lines. Shippers are the ones that might make 
trouble, but thus far none of them has shown any indi 
cation of compelling the government to observe the law 
giving the shipper the right to say where his freight shall 
be delivered to a connecting line. 

Appeal to Shippers 

The appeal sent February 1 by Clifford Thorne to ship 
pers was as follows: 

“Every shipper in the country who desires the Inter- 
state Commerce Commission to retain full jurisdictiol 
over freight rates and not be reduced to an advisory 
capacity such as it held up to 1906, should immediately 
wire his congressman and his senator, and should follow 
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that up with personal letters at once. Unless you do 
this immediately, the Commission may be reduced to a 
subordinate position, subject to reversal by a one-man 
power—a man who is under no obligation whatever to 
grant any hearing to the shipper—and that man has 
chosen as his general counsel a railroad iawyer who has 
peen fighting for the railroads in season and out of sea- 
son for many years; this lawyer is an honorable man, 
without question, but his viewpoint needs no elaboration 
to anyone of intelligence. If you want to continue to 
have the right to a full hearing before a distinterested 
tribunal on matters where your rights are involved, you 
must act at once. 

“Unless you do this, the Commission may be reduced 
to a nominal control such as it used to have. The change 
will come about gradually, but that result is just as in- 
evitable after the passage of the bill now pending in 
Congress, unless it is amended, as that night shall follow 
the day. The Senate committee has already offered some 
amendments, but these will be opposed. 

“Any man who has had any experience before govern- 
mental departments, either state or federal, acting on 
ex parte investigations, knows what that will mean. 

“We must concede the necessity for a one-man control 
over operations; but we should ask that the Interstate 
Commerce Commission shall retain full jurisdiction over 
rates. Why allow the destruction of a machinery which 
it has taken us thirty years to build? ‘The shippers as 
well as the railroads have gladly conceded the many em- 
barrassments and hardships that will follow from the gov- 
ernment operation of American railroads, which will re- 
quire special expedited service for troops and munitions, 
creating confusion, embargoes and many disastrous de- 
lays. We do that as true Americans, honestly glad to 
help win this great war. But on matters of compensation 
the railroads have not waived their rights guaranteed to 
them by the constitution and statutes. And nobody 
has ever suggested that the ‘war power’ should override 
the rights of the railroads in this respect. The rights of 
the shippers of the United States are just as sacred as are 
those of the railroads. But if the shipper «xpects to have 
his rights respected he must speak, individually and col- 
lectively, promptly and effectively, to the powers that be. 
It is up to you.” 


ADMINISTRATION RAILROAD BILL 

The Trafic World Washington Bureau. 

In compliance with the direction of the Senate com- 

mittee on interstate commerce, Senator Smith, of South 
Carolina, its chairman, formally reported its conclusions 
and recommendations on 8S. 3632, the railroad compensa- 


tion bill. At the same time he introduced a revised copy 
of the bill, thereby changing the number to S. 3713. From 
the point of view of the shipper, the tenth section is the 
important one in this bill. From the point of view of 
the railroad stockholder, the first section is the impor- 
tant one. 

The greatest change, by way of deletion, is the excision 
from the bill, as revised by Commissioner Anderson, of 
the ninth section authorizing the President to prescribe 
a scale of compensation for injured employes. No fuss 
was made about the matter. There is a well-grounded 
suspicion that it was taken out because a number of 
southern senators are opposed to any form of federal 
compensation law. They fought the employers’ liability 
statute and lost. Inclusion of the ninth section, as re- 
vised by Mr. Anderson, would have provoked debate on 
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the floor of the Senate, and opposition that will not be 
thrown against any other part of the bill. The bill as 
revised and amended by the committee is as follows: 


Be it enacted by the Senate and House of Representa- 
tives of the United States of America in Congress as- 
sembled, That the President, having in time of war taken 
over the possession, use, control and operation (called 
herein federal control) of certain railroads and systems 
of transportation (called herein carriers), is hereby au- 
thorized to agree with and to guarantee to any such car- 
rier making operating returns to the Interstate Commerce 
Commission that during the period of such federal con- 
trol it shall receive as just compensation not exceeding an 
annual sum (herein called standard return), payable in 
reasonable installments, for each year and pro rata for 
any fractional year of such federal control, equivalent as 
nearly as may be to its average annual railway operating 
income (including therein such income of lines acquired 
by, leased to or consolidated with such carrier between July 
1, 1914, and December 31, 1917), for the three years ending 
June 13, 1917, and in addition thereto an annual sum pay- 
able likewise in reasonable installments reckoned at a rate 
per centum to be fixed by the President upon the cost of 
any additions or betterments, less retirements or road ex- 
tensions made during the six months ending December 31, 
1917. In the computation of such income, debits and cred- 
its arising from the accounts called in the monthly re- 
ports to the Interstate Commerce Commission, equipment 
rents and joint facility rents, shall be included. The stand- 
ard return and the cost of such additions, betterments or 
road extensions are to be ascertained by the Interstate 
Commerce Commission from the reports, books and other 
pertinent data of such carrier and certified by it to the 
President. Its certificate shall, for the purpose of such 
agreement, be taken as conclusive of the amount of such 
average annual railway operating income and of such cost. 

Every such agreement shall provide that any federal 
taxes under the act of October 3, 1917, or acts in addition 
thereto or in amendment thereof, commonly called war 
taxes, assessed for the period of federal control beginning 
January 1, 1918, or any portion of such period, shall be 
paid by the carrier out of its own funds, or shall be charged 
against or deducted from the standard return; that other 
taxes assessed under federal or any other governmental 
authority for the period of federal control or any part 
thereof, either on the property used under such federal 
control or on the right to operate as a carrier, or on the 
revenues or any part thereof derived from operation (not 
including, however, assessments for public improvements 
or taxes assessed on property under construction and 
chargeable under the classification of the Interstate Com- 
merce Commission to investment in road and equipment), 
shall be paid out of the revenues derived from railway 
operations while under federal control; that all taxes as- 
sessed under federal or any other governmental authority 
for the period prior to January 1, 1918, whenever levied or 
payable, shall be paid by the carrier out of its own funds or 
shall be charged against or deducted from the standard 
return. 


The President is further authorized to make in such ~- 


agreement all reasonable provisions for the maintenance, 
repair and renewal of the property, for the depreciation 
thereof and for the creation of necessary reserve funds in 
connection therewith, to the end that at the termination 
of federal control the property shall be returned to each 
carrier in substantially as good repair and in substantially 
as complete equipment as at the beginning of federal con- 
trol and that all just and proper accounting and adjust- 
ments be made, due consideration being given to the stand- 
ards of maintenance and depreciation used by each carrier 
during the three years ending June 30, 1917, and to the 
condition of the property at the beginning and at the end 
of federal control. 

The President is further authorized in such agreement 
to make all other reasonable provisions, not inconsistent 
with the provisions of this act or of the act of August 29, 
1916, and that he may deem necessary or proper for such 
federal control or for the determination of the mutual 
rights and obligations of the parties to the agreement, 
arising from or out of such federal control. 

If the President shall find that the condition of any non- 
dividend paying carrier was during all or a substantial 
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portion of the period of three years ending June 13, 1917, 
because of non-operation, receivership or where recent ex- 
penditures for additions or improvements or equipment 
when not fully reflected in the net operating railway in- 
come of the said three years on a substantial portion 
thereof, or other undeveloped or abnormal conditions, so 
exceptional as to make the basis of earnings, hereinabove 
provided for, plainly inequitable as a fair measure of just 
compensation, then the President may make with the car- 
rier such agreement for such amount as just compensa- 
tion as under the circumstances of the particular case he 
shall find just. 

Sec. 2. That if no such agreement is made, the Presi- 
dent may nevertheless pay to any carrier while under 
federal control an annual amount, payable in reasonable 
installments, not exceeding 90 per cent of the estimated 
annual amount of just compensation, remitting such car- 
rier to its legal rights for any balance claimed to the 
remedies provided in section 3 thereof. Any amount there- 
after found due such carrier above the amount paid shall 
bear interest at the rate of 6 per cent per annum; and 
any excess amount paid hereunder shall be recoverable by 
the United States with interest at the same rate. 

Sec. 3. That all claims for just compensation not ad- 
justed as provided in section 1 shall, on the application of 
the President, or of any carrier, be submitted to boards, 
each consisting of three referees to be appointed by the 
Interstate Commerce Commission, members of which and 
the official force thereof being eligible for service on such 
boards without additional compensation. Such boards of 
referees are hereby authorized to summon witnesses, re- 
quire the production of records, books, correspondence, 
documents and other papers, view properties, administer 
oaths, and may hold hearings in Washington and else- 
where, as their duties and the convenience of the parties 
may require. Such cases may be heard separately or to- 
gether or by classes, as the Interstate Commerce Commis- 
sion or any board of referees to which any such cases shall 
be referred may determine. Said boards shall give full 
hearings to such carriers and to the United States; shall 
consider all the facts and circumstances; and shall report 
as soon as practicable in each case to the President the 
just compensation, calculated on an annual basis and 
otherwise in such form as to be convenient and available 
for such agreement as is authorized in section 1. The 
President is authorized to enter into an agreement with 
such carrier for just compensation upon a basis not in ex- 
cess of that reported by such board, and may include 
therein provisions similar to those authorized under sec- 
tion 1. Failing such agreement, either the United States 
or such carrier may file a petition in the Court of Claims 
for the purpose of final ascertainment of the amount of 
such just compensation, and in the proceedings in said 
court the report of said referees shall be prima facie evi- 
dence of the amount of just compensation and of the facts 
therein stated. 

Sec. 4. That the just compensation that may be deter- 
mined as hereinbefore provided by agreement or that may 
be adjudicated by the Court of Claims shall be increased 
by an amount reckoned at a reasonable rate per centum to 
- be fixed by the President upon the cost of any additions 
and betterments less retirements and upon the cost of road 
extensions less retirements, to the property of such carrier 
made by such carrier with the approval of or by the Presi- 
dent while such property is under federal control, pro- 
vided that there shall be no increase of compensation for 
any additions, improvements or betterments constructed 
out of or purchased by the earnings for investment or 
surplus earned during the period of federal control. 

Sec. 5. That no carrier while under Federal control 
shall, without the prior approval of the President, declare 
or pay any dividend in excess of its regular rate of divi- 
dends during the three years ending June 13, 1917; Pro- 
vided, however, That such carriers as have paid no regu- 
lar dividends or no dividends during said period may, 
with the prior approval of the President, pay dividends at 
such rate as the President may determine, 

Sec. 6. That the sum of $500,000,000 is hereby appro- 
priated out of the public treasury from any funds not 
otherwise appropriated, which, together with any funds 
available from any operating income of said carriers, may 
be used by the President as a revolving fund for the pur- 
pose of paying the expenses of the federal control, and so 


THE TRAFFIC WORLD 


Vol. XXI, No, ¢ 


far as necessary the amount of just compensation, and to 
provide terminals, motive powers, cars and other neces. 
sary equipment, such terminals, motive powers, cars and 
equipment to be used and accounted for as the President 
may direct, and to be disposed of as Congress may here. 
after by law provide. 

The President may also, on or in connection with the 
property of any carrier, make or order any carrier to make 
any additions, betterments or road extensions, necessary 
or desirable for war purposes or in the public interest, 
He may from said revolving fund advance to such carrier 
all or any part of the expense of such additions, better. 
ments and road extensions, so ordered and constructed by 
such carrier or by the President, such advances to be 
charged against such carrier and to bear interest at such 
rate and payable on such terms as may be determined by 
the President, to the end that the United States may be 
fully reimbursed for any sums so advanced. 


Any loss claimed to accrue to any carrier by reason of 
any such additions, betterments or road extensions so or. 
dered and constructed may be determined by agreement 
between the President and such carrier; failing such agree. 
ment, the amount of such loss shall be ascertained as pro- 
vided in section 3 hereof. 


From said revolving fund the President may expend 
such an anfount as he may deem necessary or desirable for 
the utilization and operation of canals or for the purchase, 
construction or utilization and operation of boats, barges, 
tugs and other transportation facilities on the inland, canal 
and coastwise waterways, and may in the operation and 
use of such facilities create or employ such agencies and 
enter into such contracts and agreements as he shall deem 
in the public interest. 

Sec. 7. That for the purpose of providing funds requi- 
site for maturing obligations or for other legal and proper 
expenditure, or for reorganizing railroads in receivership, 
carriers may, during the period of federal control, issue 
such bonds, notes, equipment trust certificates, stock and 
other forms of securities, secured or unsecured by mort- 
gage, as the President may approve as consistent with the 
public interest. The President may purchase for the United 
States all or any part of such securities at prices not ex- 
ceeding par—and may sell such securities whenever in 
his judgment it is desirable at prices not less than the 
cost thereof; any sums available from the revolving fund 
provided in section 6 may be used for such purchases. 

Sec. 8. That the President may execute any of the 
powers herein and heretofore granted him with relation 
to federal control through such agencies as he may deter- 
mine, and may fix the reasonable compensation for the per- 
formance of service in connection therewith; and may 
utilize the personnel and facilities of the Interstate Com- 
merce Commission and call upon members of such Com- 
mission, or any part of its employes, or employes of any 
department of the government for such service as he may 
deem expedient. No such federal official or employe shall 
receive any additional compensation for such services. 


Sec. 9. That nothing herein contained shall be con- 
strued as modifying or restricting the powers heretofore 
conferred upon the President to take possession and as- 
sume control of any or all systems of transportation; and 
the President, in addition to the powers conferred by this 
act, shall have, and is hereby given, such other and further 
powers necessary or appropriate to give effect to the powers 
herein and heretofore conferred. The provisions of this 
act shall also apply to any carriers to which federal control 
may be hereafter extended. 

Sec. 10. Whenever in his opinion the public interest 
requires the President may initiate rates by filing the 
same with the Interstate Commerce Commission. Sal 
rates shall be fair, reasonable and just and shall take ef 
fect at such time and upon such notice as he may direct; 
but the Interstate Commerce Commission shall, upon com- 
plaint, enter upon a hearing concerning the justness and 
reasonableness of so much of any order of the President 
as establishes or changes any rate, fare, charge or classi- 
fication of any carrier under federal control and may con 
sider all the facts and circumstances existing at the time 
of the making of the rate. After full hearing the Commis 
sion may make such findings and order as are authorized 
by the act to regulate commerce, as amended. 

Sec. 11. That every person or corporation, whether car 
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rier or shipper, or any receiver, trustee, lessee, agent or 
person acting for or employed by a carrier or shipper, or 
other person, who shall knowjngly violate or fail to ob- 
serve any of the provisions of this act, or shall knowingly 
interfere with or impede the possession, use, operation or 
control of any railroad property, railroad or transporta- 
tion system hitherto or hereafter taken over by the Presi- 
dent, or shall violate any of the provisions of any order or 
regulation made in pursuance of this act, or of any other 
act concerning such possession, use, operation or control, 
shall be guilty of a misdemeanor, and shall, upon convic- 
tion, be punished by a fine of not more than $5,000, or, if 
a person, by imprisonment for not more than two years, 
or both. Each independent transaction constituting a vio- 
lation of, or a failure to observe, any of the provisions of 
this act, or any order entered in pursuance hereof, shall 
constitute a separate offense. For the taking or conser- 
yation to his own use of the embezzlement of money or 
property derived from or used in connection with the pos- 
session, use or operation of said railroads, or transporta- 
tion systems, the criminal statutes of the United States, 
as well as the criminal statutes of the various states where 
applicable, shall’ apply to all officers, agents and employes 
engaged in said railroad and transportation service while 
the same is under federal control, to the same extent as 
to persons employed in the regular service of the United 
States. Prosecutions for violations of the act, or of any 
order entered hereunder, shall be in the district courts of 
the United States, under the direction of the Attorney- 
General, in accordance with the procedure for the collec- 
tion and imposing of fines and penalties now existing in 
said courts. 

Sec. 12. That the federal control of railroads and trans- 
portation systems herein and heretofore provided for shall 
not continue longer than eighteen months after the procla- 
mation of peace terminating the war in which the United 
States is now engaged, provided, however, that the Presi- 
dent may, prior to July 1, 1918, relinquish control of all 
or any part of any railroad or system of transportation 
further federal control of which the President shall deem 
not needful or desirable; and the President may at any 
time during the period of federal control agree with the 
owners to relinquish all or any part of any railroad or sys- 
tem of transportation, provided further, that the President 
may relinquish all railroads under federal control at any 
time he shall deem such action needful or desirable. No 
right to compensation shall accrue to any owner from and 
after the date of relinquishment for property relinquished 
under authority of this section. But this act is expressly 
declared to be emergency legislation enacted to meet con- 
ditions growing out of war; and nothing herein is to be 
construed as expressing or prejudicing the future policy of 
the federal government concerning the ownership, control 
or regulation of carriers or the method or basis of the 
capitalization thereof. 


FINANCIAL INFORMATION ASKED 


The Trafic World Washington Bureau, 
A searching inquiry into the financial affairs of all the 
tailroads is being conducted by Director-General McAdoo, 
frst, in his capacity as Secretary of the Treasury and 
oficial superior of the Comptroller of the Currency, and 
second, in his capacity as Director-General of Railroads. 
In the bank call issued January 7 for a statement as of 
December 31, the banks were required to report the 
amount of money belonging to railroads deposited with 
thm. On February 5 the Commission, at the request 
of the Director-General, put out an order requiring the 
residents of the railroad companies to make reports on 
the same subject and do it promptly. The Commission’s 
order follows: 


In accordance with the request of the Divector-General, 
you are required to furnish promptly to the Interstate 


oMmerce Commission the following information as to 
the deposit balances to the credit of your company and 


of all subsidiary companies of your system and also as 
0 cash on hand: 


(1) State as at close of business Dec. 31, 1917, all cash 
Nthe hands of the financial officers and financial agents 
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of your company and of each subsidiary controlled by it 
and the amount of each company’s deposits with banks 
and trust companies subject to check. Returns should 
be summarized as follows: 

In New York, 
Chicago and 
St. Louis 


In other 
cities and 
Name of Company towns. 

Deposit balances on hand 

in national banks......... $ 

Deposit balances on hand 

in state banks, trust com- 

panies and with private 

POU aidiacasigiictocici mises 

Cash with treasurer and 

agents in addition to bank 

MEE. hones acces ease iects $ 

The amounts to be recorded as on deposit in banks and 
trust companies are the balances actually on deposit less 
the amount. of any outstanding checks. 

(2) State as at close of business Dec. 31, 1917, the 
amount of demand loans, demand deposits, time drafts 
receivable, and time deposits belonging to your company 
and each subsidiary controlled by it held by banks and 
trust companies. 

(3) State as at close of business Dec. 31, 1917, the 
amount of funds specially deposited by your company and 
each subsidiary controlled by it for the payment of divi- 
dends and interest. 

Returns for (2) and (3) should be classified in accord- 
ance with the form submitted under (1) for items A and 
B. 

Are any bank accounts being carried in the names of 
agents and trustees or otherwise than in the name of the 
main road or the subsidiary lines? If so, give particulars 
and amounts. 

Please state total amount of interest and dividend ma- 
turities which fell due Jan. 1, 1918, which were to be paid 
out of the balances reported as of Dec. 31, 1917. 

It is assumed, unless you state otherwise, that from 
balances, reported as of Dec. 31, 1917, the dividend checks 
and interest coupons due Jan. 1, 1918, have not been 
deducted. 

By the term “subsidiary” company is meant any steam 
railroad solely controlled by the parent company in the 
manner described in the text of account No. 706, “Invest- 
ments in affiliated companies,” in the Classification of 
General Balance Sheet Accounts. 


RAILWAY REVENUES 


The Trafic World Washington Bureau. 
A big increase in the ratio between operating expenses 
and operating revenues is shown for each of the districts, 
both for the month and for the eleven months of 1917 in 
a summary of the results of operations on big steam roads, 
made public by the Commission January 31. For the coun- 
try as a whole for November the ratio.increased from 
68.04 to 73.29 per cent; for the eastern district from 69.40 
to 79.63; for the southern district from 62.10 to 68.80, and 
for the western from 59.29 to 68.29. 


For the eleven months ending with November, the ratio 
for the country as a whole increased from 65.38 to 70.20; 
for the eastern district from 67.71 to 74.42; southern dis- 
trict from 65.35 to 68.27, and in the western from 62.87 
to 66.19. 

For the country as a whole the operating revenue in 
November increased from $322,709,960 to $354,960,249; 
expenses from $206,778,440 to $260,150,825; net decreased 
from $115,931,520 to $94,809,424, and operating income from 
$102,042,604 to $72,687,690. 

In the eastern district the revenue rose from $139,442,- 
145 to $154,129,071; expenses from $96,779,473 to $122,- 
730,698; net decreased from $42,662,672 to $31,398,373, and 
operating income from $37,110,935 to $24,194,169. 

In the southern district the revenue rose from $47,- 
583,220 to $54,939,040; expenses from $29,548,856 to $37,- 
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795,710; net decreased from $18,034,364 to $17,143,330, and 
operating income from $16,008,364 to $13,779,539. 

In the western district the revenue climbed from $135,- 
684,595 to $145,892,138; expenses from $80,450,111 to $99,- 
624,417; net fell from $55,234,484 to $46,267,721, and oper- 
ating income from $48,923,087 to $34,714,011. 

For the eleven months, the revenues for the country 
as a whole mounted from $3,314,172,017 to $3,705,681,835; 


expenses from $2,166,748,824 to $2,601,232,959; net fell 
from $1,147,423,193 to $1,104,448,876 and operating in- 


come from $1,001,835,526 to $908,066,449. 

In the eastern district the revenue went up from $1,505,- 
833,261 to $1,662,724,550; expenses from $1,018,055,431 to 
$1,237,465,604; met fell from $487,777,830 to $425,258,946 
and operating income from $428,675,806 to $353,711,920. 

In the southern district the revenue increased from 
$475,423,613 to $552,481,902; expenses from $310,703,524 to 
$377,162,031; net increased from $164,720,089 to $175,319,- 
871, but operating revenue fell from $144,208,709 to $143,- 


912,254. 
In the western district the revenue rose from $1,332,- 


915,143 to $1,490,475,383 ; expenses from $837,989,869 to 
$986,605,324; net rose from $494,925,274 to $503,870,059, but 
operating income fell from $428,951,011 to $410,442,275. 


RAILWAY REVENUES 


According to the Bureau of Railway Economics, the 
net operating income of the railways of the United States 
for November, 1917, was less than November, 1916, by 
$128 per mile, or 28.8 per cent. 

Total operating revenues, $354,960,249, exceeded those 
for November, 1916, by $32,250,289. Operating expenses, 
$260,150,825, were greater by $53,372,385. Net operating 
revenue, $94,809,424, decreased $21,122,096. Taxes, $22,- 
087,690, increased by $8,242,762. Net operating income 
was $72,687,719, which is a decrease of $29,354,885. 

If spread over the mileage represented, operating reve- 
nues averaged $1,535 per mile, an increase over November, 
1916, of 9.9 per cent; operating expenses per mile, $1,125, 
were greater by 25.7 per cent; net operating revenue per 
mile, $410, shows a decrease of 18.3 per cent, while net 
operating income per mile, $314, decreased 28.8 per cent. 
Taxes per mile rose 59.4 per cent. 

This summary covers 231,241 miles of operated line, 
or about ninety per cent of the steam railway mileage 
of tne United States. 

For the eastern railways, operating revenues per mile 
were greater than those for November, 1916, by 11 per 
cent; operating expenses rose 27.4 per cent; net oper- 
ating revenue decreased 26.1 per cent; taxes increased 
30.4 per cent; operating income per mile decreased 34.5 
per cent. 

For the railways of the southern district, operating reve- 
nues per mile exceeded those for November, 1916, by 15 
per cent; operating expenses rose 27.4 per cent; net op- 
erating revenue decreased 5.3 per cent; taxes increased 
65.9 per cent. Operating income per mile decreased 14.3 
per cent. 

For the western railways, operating revenues per mile 
exceeded those for November, 1916, by 7.3 per cent; op- 
erating expenses rose 23.5 per cent; net operating revenue 
decreased 16.4 per cent; taxes increased 82.9 per cent. 
Operating income per mile decreased 29.2 per cent. 

The eleven months of the calendar year, compared with 
the corresponding period of the preceding year, show 
changes per mile of line as follows: Operating revenues 
increased 11.6 per cent, operating expenses increased 19.8 
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per cent, net operating revenue decreased 3.9 per cent, 
taxes increased 34.9 per cent, while operating income de 
creased 9.6 per cent. 

Operating income per mile decreased 17.3 per cent jp 
the east, decreased .07 per cent in the south, and de 
creased 4.8 per cent in the west. 

November net operating income per mile was 28.8 per 
cent less in 1917 than in 1916, 29.9 per cent less than ip 
1915, 29.2 per cent greater than in 1914, and 9.9 per cent 
greater than in 1913. 


THE LABOR SITUATION 


The Trafic World Washington Bureau, 

According to W. T. Lee, head of the Brotherhood of 
Trainmen, the big railroad men of the country are prac. 
ticing sabotage to break down and make unsuccessful 
government control and operation of the railroads. Also, 
according to Mr. Lee, Director-General McAdoo said only 
the members of the wage commission and the representa- 
tives of-the brotherhoods would be present at the hear 
ings granted by the commission on demands from the 
brotherhoods, for increases in pay. Lee did not exactly 
object to the presence of the representatives of the own 
ers of the railroads, but he said their presence was in 
exact contravention to what Mr. McAdoo had told him. 
He made a general indictment of the officials of the com- 
panies whose properties have been taken but who have 
not yet received a cent for them, and who do not know 
what the government will offer them or that they will be 
able to accept what is offered when it is tendered. 

“I hope you will excuse me,” Mr. Lee said, “for being 
suspicious, but I have been dealing with these gentlemen 
for half a century. 

“They do not want the government to make a success 
of its operation of the railroads. I can back up the state 
ment that experienced railroad men are not permitted 
to perform their duties as their experience would dictate. 
They know that if the government makes a success of 
railroad operations that they will never be handed back. 
Do you think the public will let them go back? That's 
why I want to see the government make a success of it.” 

A. B. Garretson of the Conductors’ Brotherhood and 
Mr. Lee, representating the trainmen, appeared before 
the commission with some apprehension as to the char: 
acter of the hearing when they saw railroad men other 
than employes present. Mr. Garretson informed the com 
mission that the appearance of these men was in exact 
contravention of the four brotherhoods’ understanding 
with Mr. McAdoo. 

“We were assured,” Mr. Garretson said, “that the rail 
road owners or their representatives would not participate. 
We were assured there was no other side but ours & 
cept the government’s. We have abandoned our ordinaly 
method of procedure at hearings because of the assur 
ances we received. We do not intend to deal with 4 
second set of employers; we do not intend to disarl 
ourselves.” 

Secretary Lane endeavored to reassure Mr. Garretsol 
and explained that the railroads were not participatiné 
in the hearing, but that individuals had been invited by 
the commission to give what facts they had that would 
be of value, together with the facts presented by the 
brotherhoods. 

“We are seeking from you,” Mr. Lane declared, “infor 
mation that will aid us in arriving at a just decision 7 
the matter of wages. There is no controversy. This ® 
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not, however, an ex parte proceeding. We feel that we 
need information from various sources.” 

Commissioner Covington interjected, and said that the 
men whose presence the brotherhood objected to, supple- 
ment, not controvert, the evidence offered. 

The brotherhood chiefs read their demands and sta- 
tistics to show the great increase in the cost of living. 

American workingmen, government officials are being 
forced to believe, are either behaving unpatriotically or 
they are being placed in a false light by the leaders of 
organized labor and their employers. This is particu- 
larly true in respect to men working on the transporta- 
tion systems or helping add to the facilities of the com- 
mon carriers. 

According to Herbert J. Anderson, of the Moore & Scott 
Shipbuilding Company of San Francisco, the men work- 
ing on the twenty-eight ships that company is building 
for the Shipping Board at Oakland, are doing less, now 
that their pay has been increased, than they did for lower 
wages. That is the declaration he made to the Senate 
committee on commerce February 5 in the long drawn-out 
investigation begun as a result of the retirement of Rear- 
Admiral Harris as general manager of the Emergency 
Fleet Corporation, after three weeks’ effort to fill the 
place from which General Goethals and Rear-Admiral 
Capps had also retired. Their basic pay was $4.25 a day 
until a short time ago. Now it is $5.80. 

Anderson asserted that restrictive rules by the labor 
unions are causing this slump in the quantity of product; 
that there are riveters who are earning from $8 to $9 a 
day, but the company is slipping the extra pay to them 
on the quiet so the labor union leaders will not see the 
cards indicating their earnings. 

The Anderson charge was not the first time the com- 
mittee had heard of this American adaptation of the Eng- 
lish restrictive rules, which, it is believed, have been 
discarded to a large extent by the English workmen be- 
cause the war is so much nearer them than it is to the 
United States. A good many stories of that kind have 
been told behind closed doors because there has been 
no desire to give publicity to such a state of affairs. Now, 
however, conditions have become so notorious that there 
is less attempt to keep the ugly facts under cover. 

When W. T. Lee and other railroad brotherhood leaders 
on February 5 objected to the presence of railroad officials 
before the wage commission, the determination of the 
labor leaders to get rid of the men classified generally 
as “the bosses” was disclosed with clearness. They 
frankly said they did not expect to have to deal with the 
representatives of the companies for which they are 
working, but only with the government. 

Time and again Lee asserted that the President and 
Director-General McAdoo had asked them to co-operate 
and that they were prepared to do so, but they did not 
expect to nor would they have anything to do with the 
men with whom they had been fighting for years. Their 
attitude, translated into ordinary English was “We will co- 
operate when you do as we say, but if you don’t then there 
will be trouble.” 

“If you want to spill the whole plate of beans, all you 
heed do is to consider that plan,” said Lee, when Secre- 
tary Lane asked him why he was opposed to the English 
Way of paying day wages to the train operatives. Lane 


N0O more than asked Lee if he knew about the English 
Plan than the latter bristled with opposition. He said it 
Would not do at all for use on American railroads on 
Which the runs are long and conditions differ greatly 
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from those prevailing in England. The secretary said he 
well understood the fact that the brotherhoods are opposed 
to giving up their complicated plan of a mixture of miles 
and hours, but he wanted to know why they were op- 
posed, if they were assured of a fair day’s wages for a 
day’s work. But he did not obtain a satisfactory answer. 

Lee, however, rather gave away his case when he said 
that if the English plan were adopted it might follow 
that the man who made his 100-mile stint in four hours 
would be required to go to switching or something of 
that kind and thus use up his whole eight hours in work- 
ing. 

“Why wouldn’t that be a good thing,” asked Lane, “if 
he were assured of a fair day’s pay for a fair day’s work? 
What would be the objection to working eight hours if 
the pay were for eight hours?” 

It developed that Lee’s organization, the Brotherhood 
of Trainmen, had @hanged its demands between the time 
of their submission to the railroad companies and their 
submission to the government. In the modified demand 
the trainmen ask for time and a half for overtime. They 
have been working extra hours for the same rate of pay 
they have received for the eight-hour period. 

The enginemen and conductors will present their de- 
mands on February 11. The understanding is that the 
enginemen will merely put in figures showing the big 
increase in the cost of living, leaving the wage commis- 
sioners to say how much of an increase they should have 
in view of the higher cost of keeping alive. 


ADAMSON WAGE LAW REPORT 


The report of the commission appointed by President 
Wilson “to observe the operation and effects” of the 
Adamson eight-hour wage law for railroad trainmen finds 
that the law costs the railroads $61,500,000 a year in 
increased wages and that “the law does not limit the 
actual working day to eight hours. To what extent it 
will be practical ultimately to limit the hours of railroad 
train employes to eight hours per day, it is impossible 
to say.” - 


The cost estimate is based on the returns for one month 
of 1917, but they are close to the figures presented by the 
railroads from more complete data, and it is assumed 
the commission’s estimate is approximately correct. This 
estimate checks with that made by the railway mana- 
gers when they told President Wilson in August, 1916, 
that the effect of the law would be to increase the pay 
roll by $60,000,000 a year. 

When the brotherhoods made their demands they 
announced that they were seeking shorter hours and 
not higher wages. They told the President that the 
railroads could meet their demands by cutting the ton- 
nage of freight trains, increasing speed and thus re- 
ducing the time of runs. The railroads pointed out that 
to abandon the economy of heavy trainloading would 
increase the cost of transportation far in excess of the 
$60,000,000 wage increase that would result from paying 
the proposed wage scale without any change in oper- 
ating methods. 

The arguments of the railroad managers, they feel, 
are now upheld by the special report from Charles P. 
Howard of the engineering staff of the Interstate Com- 
merce Commission’s Bureau of Valuation. His conclu- 
sions are: 

1. The elimination of overtime for train operatives is 
not a practical proposition. An eight-hour law could be 
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enforced only by disregarding the increased expenses 
and the inconvenience to the employes. 

2. To increase the speed of trains by cutting tonnage 
is physically impossible; and even with punitive over- 
time it would be more economical to continue present 
operating methods. 

8. The objections to shortening runs by a general 
change of terminals are practically insuperable. 

4. Economic operation has been achieved by increasing 
train loading and reducing the number of trains, rather 
than lighter loading with more trains, requiring addi- 
tional engines and additional terminal expenses. 

5. Any wholesale attempt to introduce an eight-hour 
day by relaying crews at intermediate points would be 
strongly opposed by the employes. 

6. While the use of still larger locomotives might 
increase speed, this would lead to a dangerous increase 
in the strain on track and structures; extensive pur- 


chases of new locomotives are now out of the question 
on account of greatly increasing cost. 
The economy of the big American freight train is also 


touched upon in another part of the commission’s report, 
a special study of railway schedules, by Prof. William 
Z. Ripley of Harvard. He says: 

“Although developing rapidly after 1897, the heavy 
train-practice upon most properties did not yield marked 
results until after 1905. Since that time—during the 
last decade, in fact—the results achieved have been 
little short of stupendous. The economy in transporta- 
tion resulting from the heavy trainload has, in fact, been 
largely responsible for saving the carriers from bank- 
ruptcy, under rates held constant by government super- 
vision, but accompanied both by rapidly rising costs of 
materials and increased wages. During the decade to 
1914 the volume of traffic in the United States grew by 
almost three-fourths; the average trainload increased by 
about one-half; yet by virtue of this concentration of 
performance in huge units the revenue freight train move- 
ment was not quite one-fourth greater. Only one-fourth 
more train mileage transported three-fourths more 
freight.” 

Professor Ripley, while pointing out that shorter hours 
of service road train work are a desirable goal, the 
shortenig of hours by the reduction of train loading 
would only be possible by heavy sacrifice of operating 
economy. 

The commission’s estimate of increased wages under 
the Adamson law, for the various classes of service, are 
as follows: 

SS EEE CC OCT COTE $ 2,532,097 
Fa a Sk bid anpmaiaaimaale 31,668,998 
halen dace Oaatabaecaals 27,333,437 


4. 2.73% 
+15.028% 


424.59% 


i alia ah dae aetaeanaa eee $61,534,532 

Nearly 60% of the cost is borne by the eastern roads, 
as is shown by these figures: Eastern roads $25,531,110, 
southern roads $6,754,446, western roads $19,248,976. 

The uneven working of the Adamson law in its effect 
on the wages of individual men is shown by the analysis 
by the commission of the increases gained by 70,000 
selected employes. No increase was received by 12.6%; 
30.2% received an increase of less than $120 a year; 
46.1% received increases varying from $120 to $360 a 
year; 11.1% received increases varying from $360 to $1,500 
a year. 

In yard service, where in the great majority of cases 
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it has been possible to introduce eight-hour shifts, the 
individual employes have a shorter working day, with 
less pay per man, but the labor cost to the railroads has 
béen increased 25%. 


SHORT LINES EXEMPT 


The Traffic World Washington Bureay, 
Anxiety of the keenest kind exists among officers and 


employes of the American Railway Association on account 


of the Director-General’s order dismissing lobbyists em- 
ployed by railroads and dissolving certain associations, 
They do not know their status. The association has made 
application to the Director-General to have its status de- 
fined. 


The office force of the Washington branch of the asso. 
ciation is now in the Interstate Commerce Commission 
building. The January pay came from the office of the 
treasurer of the association. The clerks are working as 
before the taking over, but with an eye cast over the 
shoulder to’see if the person who has just come into the 
room is a messenger from the headsman with notice that 
they have lost their jobs. 


Many of the employes of the association would like 
to become employes of the government, but they are uncer- 
tain as to whether, without political influence, they could 
do as well in the government service as out of it. The 
merit system prevails in the government service up to a 
certain point, but acquaintance with someone of standing 
in politics helps considerably in the line of promotion. 
The genius without political acquaintance receives recog- 
nition without political help, but he would go much farther 
if he had just a little acquaintance among men who would 
speak well of him in such places where a good word 
would have weight. 


The uncertainty respecting the American Railway Asso- 
ciation is in contrast with the certainty of the American 
Short Line Association. That organization has received a 
clean bill of health from John Barton Payne, counsel for 
the Director-General, acting on the papers submitted to 
him by the association. He said the only purpose of the 
order was to prevent improper activities, but there is no 
definition of improper activities. The association has been 
active with matters which the American Railway Associa- 
tion does not touch. Its officers have appeared before 
Congress committees to discuss the compensation Dill. 
The officers of the American Railway Association have not 
taken part in that discussion. They are not known as fre 
quenters of the capitol. In other words, they have never 
made it a practice to indulge in what has been odiously 
called “lobbying.” 


The Commission long ago had to decide that it makes 
not the slightest difference who pays the man appearing 
before it or why; that the facts and arguments used by 
him are the things to be considered, and they alone, s0 
long as the man appearing disclosed for whom he was 
working. 














MARKHAM APPOINTS ASSISTANTS 

C. H. Markham, president of the Illinois Central Railroad 
and regional director of the railroads in the Southeast, 
has appointed L. W. Baldwin, vice-president of the Central 
of Georgia, as his operdting assistant, and Charles R. 
Capps, vice-president of the Seaboard Air Line, as his 
traffic assistant. Mr. Markham and his staff are located 
at Atlanta. 
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McAdoo Announces His Staff 


C. A. Prouty and His Assistant, Luther Walter, Are Expected to Look After Interests of 
Shippers—Hale Holden and C. M. Sheaffer Resign From 
War Jobs—Work of the Car Committee 


The Trafic World Washington Bu~eau. 

The permanent organization of the government rail- 
road administration, announced February 6 by Director- 
General McAdoo, provides. for the retention of most of 
the personnel of the temporary staff which has served 
since the government assumed operation of the roads. 

It adds W. S. Carter, chief of the Brotherhood of En- 
ginemen and Firemen, as director of the division of labor, 
and Charles A. Prouty, director of valuation for the Inter- 
state Commerce Commission, as director of the division 
of public service and accounting. It is understood that 
this assignment does not mean any change in the work of 
valuation. Luther Walter is to be Mr. Prouty’s assistant 
in this new work. These two assignments are supposed 
to be largely in response to the desire of shippers for 
representation on Mr. McAdoo’s board of advisors. 


Other members included in the announcement of Mr. 
McAdoo’s permanent staff are: 

General assistant, Walter D. Hines, New York. 

General counsel, John Barton Payne, Chicago. 

Director of the division of transportation, Carl R. Gray, 
Baltimore, president of the Western Maryland. 

Director division of traffic, Edward Chambers, Chicago 
and California, vice-president of the Santa Fe. 

Director of the division of finance and purchase, John 
Skelton Williams. (Mr. Williams will continue in office as 
controller of the currency.) 

Frank McManamy, chief inspector of locomotives for the 
Commission, was made manager of the locomotive sec- 
tion, and will direct a campaign to repair the thousands 
of locomotives which recent investigations of the Commis- 
sion have shown were allowed to become dilapidated 
through improper attention. 

Julius Kruttschnitt of the Southern Pacific will be the 
maintenance of way man in McAdoo’s cabinet, if he will 
accept the appointment. That, at least, is the understand- 
ing among those who think they have a fair notion as to 
what the Director-General is thinking. 

There is a feeling among those who have come into 
contact with the Director-General that he is coming to a 
more keen realization of the size of his job than he had at 
the start, although there is no doubt but ‘that he used 
words at the time he took over his work that indicated a 
deep appreciation of the magnitude of the task. The 
angling for Kruttschnitt is taken as the most significant 
indication of Mr. McAdoo’s thoughts along that line. 

Traffic Investigation Committee 

Director-General McAdoo February 6 appointed a traffic 
investigation committee, consisting of B. L. Winchell, 
traffic director of the Union Pacific; C. F. Randolph, com- 
missioner for the trunk lines; and T. C. Powell, vice- 
president of the Southern Railway, to make a study of 
the great traffic currents of the country with a view to 
seeing what steps can profitably be taken to shift traffic 
from the most congested gateways to less congested ones 
and from the more to the less congested parts. He has 
*xplained to the committee that the government posses- 
sion and control situation should be viewed from the 
standpoint of a national railroad system instead of, as 


heretofore, from the separate standpoints of the various 
companies. The committee will not interfere with similar 
studies which will be conducted under each of the regional 
directors with reference to traffic moving within his part 
of the country. 

Unofficial announcements say that Mr. Gray will have 
as his assistants, F. T. Bentley, Chicago, general superin- 
tendent of motive power, Chicago & Northwestern, in 
charge of mechanical matters; W. T. Tyler, St. Paul, as- 
sistant vice-president of the Northern Pacific. 

Slated as assistants to Mr. Chambers are C. D. Buxton 


Cc. A. PROUTY 
Who is expected to look after interests of shippers on McAdoo’s 
staff. 


of Philadelphia and Dallas, recently assistant director of 
transportation of the food administration; Robert C. 
Wright of Philadelphia, traffic manager of the Pennsyl- 
vania in charge of freight matters; Gerrit Fort, passenger 
traffic manager of the Union Pacific, in charge of pas- 
senger matters; C. A. Kirtley, New York, assistant to 


Vice-President Stone of the Erie, in charge of priorities. 


In addition there will be a board of traffic managers 
representing different government departments to co-ordi- 
nate government shipments. This board will consist of 
J. F. Holden, Kansas City, vice-president of the Kansas 
City Southern, representing the shipping Board; H. M. 
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Adams, St. Louis, vice-president of the Missouri Pacific, 
representing the war department; H. M. Anewelt, Los 
Angeles, traffic manager of the Santa Fe, representing the 
navy; J. A. Middleton, Kansas City, traffic manager of 
the Frisco, representing the fuel and oil administrations. 
Mr. Chambers will represent the food administration. 
Another division, of purchases, maintenance and con- 
struction, probably will be created, but it is understood 
the assistant in charge of this work has not yet been 
selected. 
._The heads of each of these divisions will organize the 
work assigned to him throughout the country and in 
general will utilize the agencies already organized by 
the railroads under private management. 


Holden Resigns 

President Hale Holden of the Burlington several days 
ago resigned from the advisory committee of railroad 
men assisting Director-General McAdoo to devote his 
whole time to the Burlington. He is succeeded by 
Carl R. Gray. 

Cc. M. Sheaffer Resigns 

C. M. Sheaffer, chairman of the committee on car serv- 
ice of the American Railway Association, has resigned his 
chairmanship and returned to his duties as general super- 
intendent of transportation for the Pennsylvania. Presi- 
dent Rea recalled him and Director-General McAdoo agreed 
to allow him to return to his office when it was put up 
to him that the officers of the Pennsylvania owe closer 
attention to the property than they have been giving. 

W. C. Kendall, of the Boston & Maine, has been made 
acting chairman of the committee and it is believed he 
will continue in the job when reorganization is effected. 
The status of the car committee, as well as every other 
part of the railroad war organization, is so uncertain that 
no one feels competent to make even a guess as to what 
will develop next. There are other members of the com- 
mittee who are willing to leave Washington and take up 
their ordinary duties. 

The underlying fact is that there is no credit for them 
in undertaking to make the railroads work. They are being 
subjected to the insinuations of the leaders of organized 
labor that they are trying to make government control of 
railroads unpopular. Most of the big railroad men who 
have been trying to assure transportation for the essential 
supplies of the country are of such caliber that they 
resent such insinuations, hence their ordinary willingness 
to return to their work, even if the indirect result is a 
boggling, for the time being, of the transportation machine. 
They do not like the politics that is being played by the 
labor organizations and some government officials. 

Although no one has spoken for the Pennsylvania, it 
has become well understood that the higher officials of 
that company are wondering if they have not been too en- 
thusiastic in their efforts to help the government with its 
transportation problems and not enthusiastic enough about 
the interests of the people whose money is invested in the 
property of the company. 

A short time ago Commissioner McChord put out a 
statement about the poor condition of the Pennsylvania’s 
motive power. That statement called attention to the 
need of repairs on hundreds of Pennsylvania locomotives. 
One of the railroad war organization men noticed that 
statement and commented on it by remarking that 800 of 
the members of the last regiment of motive power men re- 
cruited for service on the railroads in France that are 
supplying Pershing’s men were employed by the Penn- 
sylvania and that they enlisted largely on account of the 
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enthusiastic representations made by officials of that com. 
pany as to the country’s need for their services in France, 

The man who called attention to that fact acquitted 
Mr. McChord of any intention of doing the company jpn. 
justice. All he desired was to show why, perhaps, the en- 
gines of the Pennsylvania are not in as good order as 
they would be if the officials of that road had thought more 
of the stockholders than they did of the country. 

W. W. Atterbury, in command of the American military 
railroads in France, is a vice-president of the Pennsyl- 
vania, taken from the operating department to help the 
government get its transportation system in France jn 
operating condition. 

The retirement of Chairman Sheaffer from the com- 
mittee which had become known by his name causes re- 
gret among those who think they know the work that 
has been done by that body. There are several men other 
than the retiring chairman who think it would have been 
good policy for the administration to have strengthened 
the Sheaffer committee rather than to have taken over 
the railroads, although those who so believe do not ignore 
the fact that the financial phase of the subject may have 
been a warrant for placing Mr. McAdoo in the dual position 
of financier for the country and operator of the transpor- 
tation system. 

Work of Sheaffer Committee 


The Sheaffer committee, from the minute of its organ- 
ization, had duties to perform akin to those now performed 
by the Director-General, the food administrator, and the 
fuel administrator. It worked long before the Esch law 
was passed and before the food or fuel administrators were 
thought of, to distribute food and fuel to the essential in- 
dustries of the country. _ 

Distribution of fuel to the essential industries was the 
most important part of the committee’s work. The chair- 
man had the difficult and thankless task of deciding be- 
tween shippers the question as to who should have cars. 
While other members of the committee had responsibili- 
ties along that line, the wrath of the disappointed ones 
fell on the chairman. 

It was the Sheaffer committee that broke the ice in the 
matter of classifying industries as essential and non- 
essential, which is the framework on which the Director- 
General and the two administrators have built their super- 
structures. The Sheaffer committee gave a hearing to 
each industry and to the members of each industry and 
then issued orders to the railroads concerned to provide 
or not to provide cars for the desired movement. 

In an effort to simplify its work, it made up a list of 
non-essential commodities with a view to having trans- 
portation denied to them. The objections to the prepara 
tion of priority orders by Mr. Lovett, the priority agent, 
were so general and strenuous that the list was never 
embodied in a general priority order or even given to the 
public. 

Now, however, Mr. Garfield has classified industries 
rather than commodities. In the latest order, requiring 
sellers of fuel oil whose annual sales amount to more 
than $100,000 to obtain licenses and to distribute theif 
product in the relative order of importance of industries 
and institutions, he has, in effect, done what the Sheaffer 
committee recommended more than three months ago. 

Whether the car committee will be continued by the 
Director-General is one of the questions that has not bee? 
answered. It has been suggested that the man placed in 
charge of operations, Carl R. Gray, chairman of the West- 
ern Maryland, will desire to have the committee made & 
part of his organization. 
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National Car Demurrage Rules 


The following appendix to Order No. 7 of the Director- 
General of Railroads, shows the National Car Demurrage 
Rules, effective February 10, 1918: 


RULES 
Rule 1.—Cars Subject to 
Rules. 

Cars held for or by con- 
signors or consignees for 
loading, unloading, forward- 
ing directions, or for any 
other purpose, are subject 
to these demurrage rules, 
except as follows: 


Section A.—Cars loaded 
with live stock. 


Section B.—Empty cars 
placed for loading coal at 
mines or mine sidings, or 
coke at coke ovens, and 
cars under load with coal 
at mines or mine sidings, 
or coke at coke ovens. , 


Note.—Delay to cars speci- 
fied in Section B will be regu- 
lated by proper Car Distribu- 
tion Rules, 


Section C.—Empty pri- 
vate cars stored on carrier’s 
or private tracks, provided 
such cars have not been 
placed or tendered for load- 
ing on the orders of a ship- 
per. 


Note.—Private cars while in 
railroad service, whether on 
carrier’s or private’ tracks, 
are subject to these demur- 
rage rules to the same extent 
as cars of railroad ownership. 

(Empty private cars are in 
railroad service from the time 
they are placed by the carrier 
for loading or tendered for 
loading on the orders of a 
shipper. Private cars under 
lading are in railroad service 
until the lading is removed 

cars are regularly re- 
leased. Cars which belong to 
an industry performing its 
Own switching service are in 
railroad service from the time 
they are placed by the indus- 
try upon designated inter- 
change tracks and thereby 
tendered to the carrier for 
movement. If such cars are 
subsequently returned empty 
ey are out of service when 
withdrawn by the industry 
from the interchange; if re- 
turned under load, railroad 
fice is not at an end until 
€ lading is duly removed.) 


INSTRUCTIONS AND EX- 
PLANATIONS. 
To Rule 1.—Cars Subject to 
Rules. 

Cars loaded with company 
material for use of and con- 
signed to the railroad in 
whose possession the cars 
are held are not subject to 
demurrage, and shall not be 
reported by agents unless 
specifically instructed so to 
do. 
Empty cars placed for 
loading with company ma- 
terial are subject to demur- 
rage, unless the loading is 
done by the railroad com- 
pany for which the material 
is intended and on its 
tracks. 

Section A.—Empty cars 
placed for loading live stock 
by shippers are not exempt 
and should be reported. 

Live poultry is not consid- 
ered as live stock, and cars 
so loaded are subject to de- 
murrage. 


Section C.—Empty private 
cars stored on tracks 
switched by carriers, taken 
for loading without order or 
requisition from shipper, 
and without formal assign- 
ment by carrier’s agent, 
shall be recorded as placed 
for loading when actual 
loading is begun. 


Note.—Private cars belong- 
ing to an industry which does 
its own switching, placed 
upon an interchange track for 
forwarding and refused by the 
carrier’s inspector, shall be 
released from demurrage if 
withdrawn by the industry 
from the interchange track 
within twenty-four (24) hours 
after rejection. 

Private cars are not in rail- 
road service— 

(a) When loaded and un- 
loaded on the tracks of the 
owner and not moved over 
the tracks of a carrier. 

(b) When placed by the 
earrier for loading on _ the 
tracks of the owner and re- 
fused by the inspector. 


Rule 2.—Free Time Allowed. 


Section A.—Forty-eight 
hours’ (two days) free time 
will be allowed for loading 
= unloading on all commod- 
ties. 


Note.—If a consignee wishes 
his car held at any break-up 
yard or a hold-yard before 
notification and placement, 
such car will be subject to 
demurrage. That is to say, 
the time held in the break- 
up yard will be included with- 
in the 48 hours of free time. 
If he wishes to exempt his 
cars from the imposition of 
demurrage he must either by 
general orders given to the 
earrier or by specific orders 
as to incoming freight notify 
the carrier of the track upon 
which he wishes his freight 
placed, in which event he will 
have the full 48 hours’ free 
time from the time when the 
placement is made upon the 
track designated. 


Section B.—Twenty-four 
hours’ (one day) free time 
will be allowed— 

1. When cars are held for 
switching orders. 


Note.—Cars held for switch- 
ing orders are cars which are 
held by a carrier to be deliv- 
ered to a _ consignee within 
switching limits and which 
when switched become _ sub- 
ject to an additional charge 
for such switching movement. 


! 

2. When cars are held for 
reconsignment or _ reship- 
ment in same car received. 


Note.—A reconsignment is 
a privilege permitted by tariff 
under which the original con- 
signee has the right of diver- 
sion. In event of the presence 
of such a privilege in the 
tariff 24 hours’ free time is 
allowed for the exercise of 
that privilege by the con- 
signee. A reshipment under 
this rule is the making of a 
new contract of shipment by 
which under a new rate the 
consignee forwards the same 
car to another destination. 


3. When cars destined for 
delivery to or for forward- 
ing by a connecting line are 
held for surrender of bill of 
lading or for payment of 
lawful freight charges. 

4. When cars are held in 
transit and placed for in- 
spection or grading. At sta- 
tions where grain and hay 
must be inspected or 
graded, the consignee agree- 
ing with the carrier in writ- 
ing, for file at the station, 
to accept the bulletining of 
the cars as due and ade- 
quate notice of arrival, the 
bulletins must be posted by 


To Rule 2.—Free Time Al- 
lowed. 


Section A.—When_ the 
same car is both unloaded 
and reloaded, each transac: 
tion will be treated as inde- 
pendent of the other. This 
will also apply to industries 
performing their own 
switching service, in which 
case the industry must noti- 
fy the carrier date and time 
car was unloaded. 


Section B.—1. Applies to 
cars held on this railroad for 
— (See Section 


Section B—2. Applies to 
cars held in transit for re- 
consignment or on order of 
consignor or consignee. (See 
Rules 3, Section B, and 4, 
Section B.) A change of 
consignee after arrival of 
car at destination is not a 
reconsignment under these 
rules unless a_ diversion 
provided by tariff is in- 
volved. 





290 


9 a. m. of each day, show- 
ing the previous twenty- 
four (24) hours’ receipts, 
and the free time (twenty- 
four hours) is to be calcu- 
lated from the first 7 a. m. 
thereafter. Where there is 
no agreement for bulletin- 
ing of cars, the free time 
must be calculated from the 
first 7 a. m. after the day 
on which notice of arrival 
is sent or given to the con- 
signee. 

5. When cars are stopped 
in transit to complete load- 
ing, to partly unload, or to 
partly unload and partly re- 
load (when such privilege 
of stopping in transit is al- 
lowed in the tariffs of the 
carriers). 

6. On cars’ containing 
freight in bond for customs 
entry and government in- 
spection. 

Section C.—Cars contain- 
ing freight for transship- 
ment to vessel will be al- 
lowed such free time at the 
port as maybe provided in 
the tariffs of the carriers. 


Rule 3.—Computing Time. 


Note.—In computing time, 
Sundays and legal holidays 
(national, state and muni- 
cipal) will be excluded, except 
as otherwise provided in Sec- 
tion A of Rule 9. When a 
legal holiday falls on Sunday 
the following Monday will be 
excluded. 

Section A.—On cars held 
for loading time will be 
computed from the first 7 
a. m. after placement on 
public delivery tracks. See 
Rule 6 (Cars for Loading). 


Section B.—1l. On cars 
held for orders, time will be 
computed from the first 7 
a. m. after the day on 
which notice of arrival is 
sent or given to the con- 
signee. 


2. When orders for cars 
held for disposition or re- 
consignment are mailed, 
such orders will release 
cars at 7 a. m. of the date 
orders are received at the 
station where the freight is 
held, provided the orders 
are mailed prior to the date 
received, but orders mailed 
and received on the same 
date release cars the follow- 
ing 7 a. m. 

Section C.—On cars held 
for unloading, time will be 
computed from the first 7 
a. m. after placement on 
public delivery tracks, and 
after the day on which no- 
tice of arrival is sent or 
given to consignees. 

Section D.—On cars to be 
delivered on any other than 
public delivery tracks, time 
will be computed from the 
first 7 a. m. after actual or 
constructive placement on 
such tracks. See Rule 4 
(Notification) and Rules 5 
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To Rule 3.—Computing 
Time. 


Note.—The exemption of 
holidays does not include half 
holidays. 


Section B.—Agents will in 
all cases attach to orders 
received by mail the envel- 
ope inclosing such orders, 
that there may be on file a 
record of release. 


and 6 (Constructive Place- 
ment). 

Note.—“‘Actual placement” is 
made when a car is placed in 
an accessible position for load- 
ing or unloading or at a point 
previously designated by the 
consignor or consignee. 

Section E.—On cars to be 
delivered on _ interchange 
tracks of industrial plants 
performing their own 
switching service, time will 
be computed from the first 
7 a. m. following actual or 
constructive placement on 
such interchange tracks un- 
til return thereto. See Rule 
4 (Notification) and Rules 
5 and 6 (Constructive Place- 
ment). Cars returned load- 
ed will not be recorded re- 
leased until necessary bDill- 
ing instructions are given. 


Rule 4.—Notification. 


Section ,A.—Notice ‘shall 
be sent or given consignee 
by carriers’ agent in writ- 
ing, or as otherwise agreed 
to by carrier and consignee, 
within twenty-four hours 
after arrival of cars and 
billing at destination, such 
notice to contain point of 
shipment, car initials and 
numbers, and the contents, 
and, if transferred in tran- 
sit, the initials and number 
of the original car. In case 
car is not placed on public 
delivery track within 
twenty-four hours after no- 
tice of arrival has been sent 
or given, a notice of place- 
ment shall be sent or given 
to consignee. 

Section B.—When cars 
are ordered stopped in tran- 
sit notice shall be sent or 
given the party ordering the 
cars stopped upon arrival 
of cars at point of stoppage. 

Section C.—Delivery of 
cars upon private or indus- 
trial interchange tracks, or 
written notice sent or given 
to consignee of readiness to 
so deliver, will constitute 
notification thereof to con- 
signee. 

Section D.—In all cases 
where notice is required the 
removal of any part of the 
contents of a car by the 
consignee shall be consid- 
ered notice thereof to the 
consignee. - 
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To Rule 4.—Notification, 


Agents are cautioned that, 
in order to be legal, notices 
of the arrival of cars must 
be in writing, and must 
contain all of the items of 
information specified by this 
rule. An impression copy 
should be retained, and 
when notice is sent or given 
on a postal card the impres:- 
sion should be of both sides. 
If delivered by messenger, 
a receipt should be taken for 
the notice when practicable, 
in order to avoid possibili- 
ties of dispute. 

In many cases it is desir- 
able for both consignee and 
carrier that notices be given 
in some other way, especial 
ly by telephone, but such 
notices are not legal under 
this rule except when 
“agreed to by carrier and 
consignee.” In case con 
signees desire or will accept 
some notice other than the 
written notice, agents will 
require a written request 
from them to that effect, 
and this request, agreed to 
by the agent, must be re 
tained on file in order to 
legalize the notice. Where 
the telephone form of notice 
is adopted, the agent should 
require the name of the re 
ceiver of the message when 
the notice is given. In the 
absence of specific agree 
ments to the contrary, how: 
ever, agents must not fail 
to send or give the regular 
written notice required by 
this rule. When consignee 
is notified through medium 
of United States mail, a rec 
ord shall be kept of the date 
and hour each notice by 
United States mail is de 
posited in United States 
mail. 

When address of cot 
signee does not appear 02 
billing and is not positively 
known, the notice of arrival 
must be addressed to the 
billed destination of the 
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Rule 5.—Placing Cars for 
Unloading. 


Section A.—When deliv- 
ery of cars consigned or 
ordered to any other than 
public delivery tracks or to 
industrial interchange 
tracks cannot be made on 
account of the act or neg- 
lect of the consignee, or 
the inability of the con- 
signee to receive, delivery 
will be considered to have 
been made when the cars 
were tendered. The Car- 
rier’s agent must send or 
give the consignee written 
notice of all cars he has 
been unable to deliver be- 
cause of the condition of 
the private or exchange 
tracks, or because of other 
conditions attributable to 
consignee. This will be 
considered constructive 
placement. See Rule 4 
(Notification). 

Section B.—When deliv- 
ery cannot be made on spe- 
cially designated public de- 
livery tracks on account of 
such tracks being fully oc- 
cupied, or from other cause 
beyond the control of the 
carrier, the carrier shall 
send or give the consignee 
notice in writing of its in- 
tention to make delivery at 
the nearest point available 
to the consignee, naming 
the point. Such delivery 
shall be made unless the 
consignee shall before de- 
livery indicate a preferred 
available point, in which 
case the preferred delivery 
shall be made. 


Rule 6.—Cars for Loading. 


Section A.—Cars for load- 
ing will be considered 
Placed when such cars are 
actually placed or held on 
orders of the consignor. In 
the latter case the agent 
must send or give the con- 
Signor written notice of all 
cars which he has been un- 
able to place because of 
Condition of the private 
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shipment and deposited in 
United States mails (in such 
case preferably inclosed in 
two-cent stamped envelope 
bearing return address, 
same to be preserved on 
file if returned). See Rule 
3, Section B and Section C. 

Attention is also directed 
to the fact that when cars 
are for delivery to public- 
team tracks, and placement 
is delayed for more than 
twenty-four (24) hours af- 
ter notice of arrival is sent 
or given, a notice of place- 
ment must also be given to 
the consignee, and the free 
time for unloading com- 
puted according to the no- 
tice of placement. 


To Rule 5.—Placing Cars 
for Unloading. - 


Section A.—This will ap- 
ply to such- cars as con- 
signees located on switching 
line are unable to receive 
and which, for that reason, 
the switching line is unable 
to receive from carrier line. 
The carrier line will advise 
the switching line of point 
of shipment, car initials and 
number, contents and con- 
signee, and if transferred in 
transit the initials and num- 
ber of the original car; the 
switching line will notify 
consignee and put such cars 
under constructive place- 
ment. 


track or because of other 
conditions attributable to 
the consignor. This will be 
considered constructive 
placement. See Rule 3, 
Section A (Computing 
Time). 

Section B.—When empty 
cars, placed for loading on 
orders, are not used, demur- 
rage will be charged from 
the first 7 a. m. after plac- 
ing or tender until released, 
with no time allowance. 

Section C.—Cars for load- 
ing are not released until 
loading is completed and 
proper billing instructions 
furnished. 

Section D.—Cars received 
from switching lines and 
held by carrier lines for bill- 
ing instructions are subject 
to demurrage charges from 
the first 7 a. m. after ar- 
rival on this railroad until 
billing instructions are re- 
ceived, with no free time 
allowance and without no- 
tice. 

Section E.—If an empty 
car is appropriated without 


_being ordered, it shall be 


considered as having been 
ordered and actually placed 
at the time so appropriated. 
If not loaded outbound, such 
car is subject to Section B 
of this rule. 


Rule 7.—Demurrage Charge. 


Section A.—For cars not 
subject to Rule 9 (Average 
Agreement): After the ex- 
piration of free time al- 
lowed, the following charges 
per car per day, or fraction 
of a day, will be made until 
car is released: 

For each of the first four 
days, $3. 

For each of the next 
three days, $6. 

— each succeeding day, 


Section B.—The charges 
on cars subject to average 
agreement are set forth in 
Rule 9. 


To Rule 7.—Demurrage 
Charge. 

(a) Charges accruing un- 
der these rules must be col- 
lected in the same manner 
and with the same regular- 
ity and promptness as other 
transportation charges, and 
agents will in like manner 
be held responsible for 
same. 

(b) Freight upon which 
charges have accrued under 
these rules shall not be re- 
moved from railroad prem- 
ises until charges thereon 
have been paid. When con- 
signor or consignee refuses 
to pay, agent will hold 
freight until payment is 
made and continue to charge 
until freight is removed; or, 
at his option, may send 
freight to public ware- 
houses or yards, where the 
same will be held subject to 
storage charges and all oth- 
er charges. 

(c) When cars are de- 
tained on private or spe- 
tifically designated tracks 
for unloading beyond the 
time allowed and demurrage 
charges are not promptly 
paid, agent must, upon ad- 
vice to that effect from the 

*, after sending or 
giving not less than five (5) 
days’ written notice, decline 
to switch cars to private or 
specifically designated 
tracks for such parties, and 
thereafter tender freight 





Rule 8.—Claims. 


No demurrage charges 
shall be collected under 
these rules for detention of 
cars through causes named 
below. Demurrage charges 
assessed or collected under 
such conditions shall be 
promptly canceled or re- 
funded by. the carrier. 

’ 


Causes. 
\ 


Section A.—Weather in- 
terference. 

1. When the condition of 
the weather during the pre- 
scribed free time is such as 
to make it impossible to 
employ men or teams in 
loading or unloading, or im- 
possible to place freight in 
cars, or to move it from’ 
cars, without serious injury 
to the freight, the free time 
shall be extended until a 
total of 48 hours free from 
such weather interference 
shall have been allowed. 

2. When shipments are 
frozen while in transit so 
as to prevent unloading dur- 
ing the prescribed free time. 
This exemption shall not in- 
clude shipments which are 
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from public-team tracks and 
collect all charges before 
delivery, until satisfactory 
guaranty is given that de- 
murrage rules will be com- 
plied with. 

(d) Charges that accrue 
while cars are held for load- 
ing, for receipt of billing in- 
structions, or for reconsign- 
ment or distribution orders 
will be collected by agents 
of the forwarding line when 
such shipments are ordered 
to points within the switch- 
ing limits. When charges 
accrue on shipments ordered 
or destined to points beyond 
switching limits, such 
charges should be collected 
by the agent of the forward- 
ing line. Such charges may 
be billed forward as ad- 
vances, providing the 
charges are guaranteed in 
writing and entered on the 
shipping tickets and bills of 
lading and exhibited on the 
waybills as “Demurrage 
charges, advanced and guar- 
anteed.” 

When demurrage charges 
accrue on cars held in 
transit by request of con- 
signor or consignee, as 
agents can neither enter the 
charges on bills of lading 
nor obtain guaranty from 
consignor or consignee with- 
out unnecessary delay to 
the cars, the charges must 
either be billed forward as 
advances or separate bills 
made and charges collected 
from the party ordering the 
cars held. 


To Rule 8.—Claims. 


Section A—1l1. When a 
consignor or consignee 
claims exemption under this 
rule, agents must obtain a 
written statement from him 
to the effect that the condi- 
tions were such as are set 
forth in the rule. 


tendered to consignee in 
condition to unload. Under 
this rule consignee will be 
required to make diligent 
effort to unload such ship- 
ments, and shall not be en- 
titled to additional free 
time unless within the pre- 
scribed free time he shall 
serve upon the carrier's 
agent a written statement 
that the lading was frozen 
upon arrival, 

3. When, because of high 
water or snowdrifts, it is 
impossible to get to cars for 
loading or unloading during 
the prescribed free time. 

This rule shall not ab- 
solve a consignor or con- 
signee from liability for de- 
murrage if others similarly 
situated and under the same 
conditions are able to load 
or unload cars. 

Section’ B.—Bunching. 

1. Cars for loading.— 
When, by reason of delay 
or irregularity of the carrier 
in filling orders, cars are 
bunched and placed for 
loading in accumulated 
numbers in excess of daily 
orders, the shipper shall be 
allowed such free time for 
loading as he would have 
been entitled to had the 
cars been placed for loading 
as ordered. 

2. Cars for unloading or 
reconsigning.—When, as the 
result of the act or neglect 
of any carrier, cars originat- 
ing at the same point or at 
intermediate points, moving 
via the same route and des- 
tined for one consignee, at 
one point, are bunched at 
originating point, in transit, 
or at destination, and deliv- 
ered by this railroad in ac- 
cumulated numbers in ex- 
cess of daily shipments, the 
consignee shall be allowed 


-such free time as he would 


have been entitled to had 
the cars been delivered in 
accordance with the daily 
rate of shipment. Claim to 
be presented to carrier’s 
agent within fifteen (15) 
days. 

Section C.—Demand of 
overcharge. 

When the carrier’s agent 
demands the payment of 
transportation charges in 
excess of tariff authority. 


Section D.—Delayed or 
improper notice by carrier. 
—When notice has been 
sent or given in substantial 
compliance with the re- 
quirements as specified in 
these rules, the consignee 
shall not thereafter have 
the right to call in question 
the sufficiency of such no- 
tice unless within forty- 
eight hours from 7 a. m. 
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Section B—2. When 
claim is made for exemp- 
tion from demurrage on ac 
count of bunching of cars 
for unloading or reconsign- 
ing, as provided in this rule, 
agents will require written 
statement of all cars, with 
date and point of shipment 
of each, as evidenced by 
the bills of lading, if neces: 
sary, and forward same to 
the *, with report 
showing. exemption de 
manded on account of such 
bunching. 


Sections C and E.—When 
demurrage should not be 
collected under these se 
tions, agents will make re 
port to the *, together 
with copy of billing and all 
information in their posses 
sion, showing where the 
error occurred. 
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following the day on which 
notice is sent or given, he 
shall serve upon the deliver- 
ing carrier a full written 
statement of his objections 
to the sufficiency of such 
notice. 

1. When claim is made 
that a mailed notice has 
peen delayed the postmark 
thereon shall be accepted 
as indicating the date of the 
notice. 

2. When a notice is 
mailed by carrier on Sun- 
day, a legal holiday, or after 
3 p. m. on other days (as 
evidenced by the postmark 
thereon) the consignee 
shall be allowed five hours 
additional free time, pro- 
vided he shall mail or send 
to the carrier’s agent, with- 
in the first twenty-four 
hours of free time, written 
advice that. the notice had 
not been received until after 
the free time had begun to 
tun; in case of failure on 
the part of consignee so to 
notify carrier’s agent, no ad- 
ditional free time shall be 
allowed. 

Section E.—Railroad er- 
rors which prevent proper 
tender or delivery. 

Under this rule demur- 
rage will be charged on the 
basis of the amount that 
would have accrued but for 
such errors. This also ap- 
plies in the case of con- 
structively placed cars be- 
ing “run-around” by actu- 
ally placing recent arrivals 
ahead of previous arrivals. 

Section F.—Delay by 
United States customs.— 
Such additional free time 
shall be allowed as has 
_ lost through such de- 
ay. 


Rule 9.—Average Agree- 
ment. 


When a consignee enters 
into the following agree- 
ment, the charge for deten- 
tion to cars, on all cars held 
for unloading by such con- 
signee, shall be computed 
on the basis of the average 
time of detention to all 
such cars unloaded and re- 
leased during each calendar 
month; such average deten- 
tion and charge to be com- 
Duted as follows: 

Section A.—One credit 
will be allowed for each car 
unloaded and released with- 
in the first twenty-four (24) 
After 


hours of free time. 
the expiration of forty-eight 
(48) hours’ free time, one 
debit per car per day, or 
fraction of a day, will be 
charged for each of the first 


four days. In no case shall 
More than one credit be al- 
lowed on any one car, and 
I no case shall more than 
four credits be applied in 
Cancellation of‘ debits ac- 


THE TRAFFIC WORLD 


Section E.—See instruc- 
tions under Section C. 


To Rule 9.—Average Agree-: 


ment. 


Application for agreement 
provided for in Rule 9 will 
be forwarded to the wi 
and when executed instruc- 
tions will be furnished the 
agent as to the method of 
reporting. 


*Note. — “‘Demurrage man- 
ager” or official in charge of 
demurrage under the organi- 
zation in effect on each road. 


cruing on any one car. 
When a car has accrued 
four debits, a charge of $6 
per car per day, or fraction 
of a day, will be made for 
each of the first three days 
thereafter, and for each suc- 
ceeding day, or fraction of 
a day, the charge will be 
$10. After a car has ac- 
crued four debits, the 
charges named herein will 
apply on all subsequent 
Sundays and legal holidays. 

Section B.—At the end of 
the calendar month, the to- 
tal number of credits will 
be deducted from the total 
number of debits and $3 per 
debit will be charged for 
the remainder. If the cred- 
its equal or exceed the deb- 
its, no charge will be made 
for the detention of the 
cars and no payment will 
be made to consignee on 
account of such excess of 
credits; nor shall the cred- 
its in excess of the debits 
of any one month be consid- 
ered in computing the av- 
erage detention for another 
month. 

Section C.—A consignee 
who enters into this aver- 
age agreement shall not be 
entitled to cancellation or 
refund of demurrage 
charges under Section A, 
paragraphs 1 and 3, or Sec- 
tion B of Rule 8. 

Section D.—A consignee 
who enters into this aver- 
age agreement may be re- 
quired to give sufficient se- 
curity to the carrier for the 
payment of balances against 
him at the end of each 
month, 






















Agreement. 


aia teracalcae Rail....Company: 

Being fully acquainted 
with the terms, conditions 
and effect of the average 
basis for settling for de- 
tention to cars as set forth 
IN .ssccacess DOMME Che car 
demurrage rules governing 
at all stations and sidings 
on the lines of said rail.... 
company, except as shown 
in said tariff, and being de- 
sirous of availing (myself 
or ourselves) of this alter- 
nate method of settlement 
(I or we) do _ expressly 
agree to and with the ..... 
eer Company that 
with respect to all cars 
which may, during the con- 
tinuance of this agreement, 
be handled for (my or our) 
account at -. (sta- 
tion) (I or we) will fully ob- 
serve and comply with all 
the terms and conditions of 
said rules as they are now 
published or may hereafter 
be lawfully modified by duly 
published tariffs, and will 
make prompt payment of all 
demurrage charges accruing 
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thereunder in accordance 
with the average basis as 
therein established or as 
hereafter lawfully modified 
by duly published tariffs. 

This agreement to be ef- 
fective on and after the.... 
day of — — 
to continue until terminated 
by written notice from 
either party to the other, 
which notice shall become 
effective on the first day of 
the month succeeding that 
in which it is given. 


Approved and accepted 

=~ Atscccy Oe and 

on behalf of the above- 
named vail company 


CAR DEMURRAGE ORDER 


The Trafic World Washington Bureau. 

The Commission, February 2, in fifteenth section Order 
No. 303, authorized the railroads to increase the demur- 
rage on cars containing coal and coke for transhipment 
by vessel from $1 to $3 per day when such cars are 
operated under the average agreement. The average 
detention allowed on a car is to be three days, in accord- 
ance with prior decisions of the Commission reducing 
free time at the ports. 

To be certain that there would be no such flare-up 
as took place when the average agreement and the 
bunching rule were thrown into the discard, Director- 
General McAdoo put into his application for permission 
to increase the charge the whole code of rules per- 
taining to demurrage of coal intended for further move- 
ment by ship, thereby making it look like an exception- 
ally big piece of business. The only change, however, 
was the advance in the penalty from $1 to $3 per day. 
That advance, therefore, brings demurrage on coal held 
for further shipment by water up to the penalty on cars 
used for other purposes. 


THE DEMURRAGE SITUATION. 


The Trafic World Washington Bureau. 

Not a dollar will be paid under the discarded demur- 
rage code that nominally went into effect January 21. 
Every one of the tariffs filed in supposed compliance with 
the Director-General’s order No. 3 and the Commission’s 
resulting fifteenth section demurrage permission has been 
withdrawn from the files of the Commission and returned 
to the carrier that sent it. 

No order of rejection, so far as the public has been 
advised, was ever issued... None was really necessary. 
The rules of the Commission, if strictly followed, would 
have barred every one of the tariffs. They are now be- 
ing used as reasons for returning the evidence of the 
abortive effort to change a long-established set of rules. 

If any demurrage was collected under the tariffs that 
were supposed to have become effective January 21, it 
will be returned by the agent who collected it. The 
probabilities are that few agents had copies of the tariff 
to guide them in collecting the new rates. 


Inasmuch as the tariffs were not regular in form, the 
withdrawal from the files can be accomplished without 
any formal order, or without the publication of cancella- 
tion supplements. Inasmuch as the tariffs, therefore, 
were never legally in effect, no order of reparation. will 
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be necessary. An obdurate agent declining to return 
money that may have been paid can be brought to time 
by writing a letter to the Commission and thereby initiat- 
ing an informal proceeding. The claims division, know. 
ing that the matter arose under the various foozles in 
connection with the attempt to increase demurrage 
charges and amend the rules, it is the understanding, 
will advise the carrier to return the‘money. If necessary, 
Edward Chambers might write a circular letter advising 
the carriers to return the money. 


Under the ordinary routine the tariffs of January 21 
would remain in effect until February 10. But they never 
were in effect, according to the instructions the clerks 
in the filing divisions have received. They have been 
grabbing all they could put their hands on, so that when 
the question comes before the claims division there will 
be nothing to show that the carriers ever did anything 
to comply with general order No. 3 other than to send 
in defective tariffs, which were returned. Tariffs pre- 
pared under that order are still straggling in. These, of 
course, woukd be outlawed, because they were not filed 
by January 21, even if they were in full compliance in 
other particulars. 


There never was uniformity in demurrage tariffs. The 
rules were uniform, but they were not all applied by all 
roads. Inasmuch as the latest demurrage order pre- 
scribed all the rules, after February 10, all railroads will 
be operating under the same rules, so far as interstate 
commerce is concerned. 

Nothing has been heard in Washington concerning the 
effect, if any, of the part of the order directing the rail- 
roads to file the new code with the state commissions. 
Under the laws of Ohio, for instance, they cannot do that. 
All they can do is to file an application for permission 
to change the demurrage rules already in effect. They 
can file their tariffs in the form of applications. If Ohio 
or any other state commission forbids changes, then there 
will be an issue between it and the Director-General, with 
the burden of going forward with the fight upon the 
Director-General, either to mandamus the state commis- 
mission or to ask for the punishment of the shipper who 
refuses to pay the higher rates prescribed by the Director- 
General. Or he might file a complaint with the Com- 
mission alleging undue preference for state traffic in com- 
parison with interstate business. In Illinois and all other 
coal-producing states, a difference in demurrage rules, at 
this time, might have a material effect on the coal and 
car situation. 

That, however, is a bridge the Director-General expects 
to cross when’ he comes to it. He cannot reach it until 
February 10. Under the decision of the United States 
Supreme Court in the Illinois passenger fare case, it is 
not enough for the federal regulating body to say there 
is discrimination by a mere examination of the schedules. 
It must have proof that somebody is hurt by the difference 
in rates. 

But for the seriousness of the transportation situation, 
the whole matter probably would be regarded as ludicrous. 
Shippers who took part in the negotiations leading to 
the ditching of the first effort to change the demurrage 
rules are inclined to regard it as the most striking evi- 
dence that could have been given of the futility of trying 
to have the rate-making power placed in the hands of 
one man, even if that man has given public assurance 
that the interstate commerce commissioners are men of 
wide experience whose advice he will seek and presum: 
ably follow. If he did that in the January 21 demurrage 
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tariff matter there has been no public evidence of the 
consultation. As a matter of fact, the shippers did not 
have the smallest opportunity to point out the foolishness 
of what was attempted. 


THE NEW EMBARGO PLAN 
The Trafic World Washington Bureau. 

There is some fear that the scheme to place the issu- 
ance of embargoes on a foundation other than chaos is 
threatened by Director-General McAdoo’s general order No. 
6, which directs railroads to cut out useless expenses. 
About the last thing the American Railway Association 
did before the issuance of that order was to divide the 
country into twenty-six zones, each with a central office 
from which information as to embargoes should be dis- 
tributed. Twenty-six zone chairmen were appointed and 
instructed as to how they should distribute embargo 
notices. 

The scheme, in theory, went into effect January 21, 
the day the first demurrage system ordered by Mr. McAdoo 
went into effect. It is working, but with hesitation and 
uncertainty, because the zone chairmen are uncertain as 
to whether they will be reimbursed for the outlays made 
by them for clerk hire and things of = kind. The zone 
capitals and the chairmen are: 


Atlanta, J. L. McCollum; Birmingham, H. E. Hutchens; 
Boston, A. G. Thomaston; Chicago, D. I. Forsythe; Colum- 
bus, I. W. Geer; Denver, E. L. Brown; Detroit, F. M. 
Nowell; Galveston, J. H. Keefe; Indianapolis, J. W. 
Coneys; Kansas City, O. C. Hill; Louisville, W. R. Hens- 
ley; Memphis, A. H. Egan; Minneapolis, G. T. Slade; 
Montreal, W. M. Neal; Nashville, E. M. Wrenne; New 
Orleans, J. J. Pelley; New York, F. E. Williamson; Omaha, 
0. E. Pearson; Philadelphia, R. L. O’Donnel; Pittsburgh, 
D. F. Crawford; Richmond, W. D. Duke; San Francisco, 
K. M. Nicoles; Seattle, J. H. O’Neill; St. Louis, W. E. 
McGarry; Wilmington, N. C., J. T. King; and Winnipeg, 
Grant Hall. 


The average district covers about twenty-five roads. 
Chicago and Galveston are somewhat larger, while Bir- 
mingham, Boston, Columbus, Denver, Indianapolis, Louis- 
ville) Memphis, Winnipeg and Omaha are smaller than the 
average, the size having been determined by facts other 
than mere numbers. 


When the agitation was begun last summer for a better, 
more certain, and uniform distribution, the idea was that 
there should be a central office to which each railroad 
should send its embargoes and have them distributed 
from that point, either by mail or by telegraph. That 
was the idea which was uppermost when the fact that 
it was under consideration was published. Discussion of 
the subject led to the conclusion that that plan would 
not work, but that there ‘should be several offices, and a 
Tecognition of the fact that Texas would probably not 
be interested in all the embargoes issued by the New 
Haven and the New York Central. The zone system was 
Worked out just about the time the President took over 
the railroads. 


In dealing with embargoes a road is within the juris- 
diction of but one zone. The chairman has charge of 
the details of advising each railroad within his jurisdic- 
tion. He is supposed to compile and maintain an accurate 
ailing list of embargoes and of the persons on which 
embargoes should be served in his district. Each railroad 
is supposed to be able to decide which zones are con- 
cerned in the embargo it desires to place and to send 
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a copy of the embargo to the chairman of each zone in- 
volved. No road is supposed to transmit its embargo 
to any of its direct connections except when specific ar- 
rangements therefor have been agreed upon with the zone 
chairman. When embargoes are placed because of con- 
gestion, accumulation or threatened conditions via a par- 
ticular gateway, or against shippers at stations where 
more than one railroad may be involved, the zone chair- 
man is to be responsible for such embargo action as may 
be necessary to prevent accumulations or congestions via 
other lines entering such gateway or serving such ship- 
pers. 

One of the strictest injunctions in the regulations is- 
sued by the association is that the form of the embargo 
must not be changed in transmission. That injunction 
was laid because one of the most common causes of dis- 
satisfaction was the changing of embargoes during trans- 
mission. An embargo cipher code has been established 
so as to keep the wire service down to a minimum. An 
example of the cipher code is to be found in this jumble 
of words: “Embrace 150 North & South 
Railroad, Thiepval all consignees, Embroider Embellish 
Embassy Embower.” Reduced to ordinary English it 
means: “Embargo 150 account accumulation, north and 
south railroad embargoes all freight destined to Thiepval 
for all consignees.” This embargo does not apply to 
foodstuff for human consumption, live stock and perisha- 
ables, nor shipments consigned to United States govern- 
ment or officers of the United States government. 

Warren C. Kendall, a member of the railroads’ war 
board, has general charge of the ‘operation of the em- 
bargo scheme. Nearly all the zone chairmen are either 
superintendents of transportation or general superintend- 
ents. 


NO ADVANCE INFORMATION 


The Trafic World Washington Bureau. 

The Commission February 1 gave ,out the following: 

“The following letter was printed in certain newspapers 
Thursday, Jan. 31, 1918: 


ARMOUR & CO. 


Chicago, Dec. 28, 1916. 
Mr. Colin H. Livingstone, 
American National Bank Building, 
Washington, D. C. 
Dear Mr. Livingstone: 

Beg to acknowledge receipt of your wires this date, and 
desire to thank you for the prompt attention given these 
matters. 

As to the complaint of the Cleveland Provision Company, 
we will be in position to secure this here in Chicago, with- 
out the expense of having it transcribed. 

We note with much pleasure that you were able to secure 
advance information as to the commission’s decision as to 
non-suspension of the westbound Pacific Coast Terminal ad- 
vanced rates, this information coming from your Mr. Mays. 

Wishing you both a happy and prosperous New Year, we 
are, Yours truly, 

ARMOUR & CO. 
W. W. Manker. 


“The Commission’s official files disclose the fact that 
the Commission did not vote until December 27, 1916, not 
to suspend westbound Pacific Coast terminal increased 
rates. 


“In this case, as in others, prompt notice of the Com- 
mission’s action was given. On December 28, 1916, tele- 
grams to parties who had asked for such advice at their 
expense and letters to parties who had left their ad- 
dresses asking for prompt advice in this matter, were 
sent. The rates by the terms of the tariff were to 
become effective December 30, 1916. 

“The files of the Commission relating to this matter 
are a public record.” 
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Legal Department 


In this department a legal expert answers simple questions relating 
to the law of interstate transportation of freight. Readers desiring 
special service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 

Address Legal ent, The Traffic Service Bureau, 


Departm: 
Colorado Building, Washington, D. C. 


Reconsignment Notice Not Received by Carrier. 

Ilinois.—Question: We purchased a car of lumber from 
a mill in Mobile, Ala., requesting them to consign to 
ourselves at Buffalo, N. Y., we in turn placing reconsign- 
ing order with agent at billed destination that upon re- 
ceipt of car to deliver to a certain party upon payment 
of freight charges. Before we were notified of car being 
on hand, $60 demurrage accrued, agent at Buffalo, N. Y., 
claiming our order not received; railroad with whom this 
question has been under correspondence has as much as 
stated that we were obliged to receive an acknowledg- 
ment of all orders that are sent through the mails or 
assume the risk of delay or failure of the Post Office De- 
partment to deliver. 


Are we responsible for these demurrage charges when 
we hold a copy of our order to the agent which was 
sent through the mail inclosed in envelope carrying return 
address, and also are we obliged to receive an acknowl- 
edgment of our order? 

Answer: The manner of giving and the sufficiency of 
a notice of reconsignment are generally governed by 
the published tariff rules of the carrier and must be 
strictly construed. These rules usually provide that re- 
quests for reconsignment will be granted when received 
within certain periods; not when given or sent. Such 
rules have received the approval of the Commission, and 
in various cases decided by that body, it would seem 
as if actual notice of reconsignment must be received 
by the carrier before it is required to comply with the 
request for reconsignment. The carrier cannot, of course, 
know that a given shipment is to be reconsigned unless 
it has actually received some notice to that effect. Many 
tariffs of the carriers contain the provisions that ship- 
ments consigned “to order” will only be.diverted or re- 
consigned upon request made in writing accompanied by 
the original bill of lading properly indorsed, except on 
authority of general freight agent or division freight 
agent, and the Commission, in the case of S. F. Scatter- 
good & Co. vs. Erie & Western Trans. Co. et al., 36 
I. C. C., 16 (see Traffic World, Aug. 28, 1915, page 517), 
that unless the shipper or consignee strictly observes 
the tariff requirements regarding division or reconsign- 
ment, that the carrier will not be responsible for any 
failure to make the same, or any charges accruing by 
reason of the same. It is, therefore, our opinion that 
the consignee must show not only that he mailed a letter 
properly addressed to the carrier requesting a reconsign- 
ment. of the car in question, in accordance with the pub- 
lished tariff rules, if any, but also that the carrier actu- 
ally received such notice, in the event that the carrier 
denies having any actual knowledge of such notice. 


However, we note in the foregoing question that the 
statement is made that the car was consigned to you 
and that $60 demurrage accrued before you “were notified 
of the car being on hand.” If the delivering carrier dis- 
claims any knowledge of receiving notice for reconsign- 
ment, then he should have made delivery to the consignee 
named in tie bill of lading, which, we understand, was 
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yourself, in accordance with its requirements. Section 
5 thereof requires that carriers must give notice of arriya] 
of car to its owner, and unless the car was delivered on 
your private track, in accordance with rule 4, section A, of 
the National Car Demurrage. Rules, the delivering carrier 
should have sent you notice in writing within twenty-four 
hours after its arrival. Failing to give such notice, ang 
no general knowledge on your part of its arrival, would 
make the assessment of the demurrage charges unlawful, 
under numerous rulings by the Commission. 
* * co 


Measure of Damages for Manufactured Articles. 


Ohio.—Question: While there has been considerable 
said regarding the measure of damages to which a carrier 
can be held responsible, still at the same time there is 
one question upon which we would like an opinion, and 
that is: “Does the market value of a manufactured 
article constitute the actual full value of a shipment, or 
should the actual full value be based on the actual shop 
cost of producing such article?” 

To outline the particulars, would state that on Dec, 
3, 1915, we entered into contract to deliver machinery 
for elevator at Irondale, Ill., and that in one of the cars 
forwarded on Dec. 28, 1916, damage resulted through 
rough handling by carrier. Our contract with consignee 
was based on an estimated cost of raw materials and 
labor in effect December, 1915, to which we added a 35 
per cent profit. In computing the damage to the ship- 
ment which was forwarded one year later we used the 
prices in effect at that time to cover the raw material 
and labor, adding the same per cent of profit which was 
added to the original proposition. The railroad company 
in their investigations sent a rebresentative to our fac- 
tory, and we exposed to him our method of determining 
the value of the damaged material, and they have seen 
fit to take advantage of this and are now insisting that 
the 35 per cent profit which we added to an article which 
was manufactured in our shop, constitutes a_ special 
concession, which is not allowed by law. 

Our contention is that the claim is entirely in order 
and that the shop cost plus the 35- per cent added is 
representative of the true actual. value of the shipment 
at time same was delivered to carrier. Will you kindly 
let us have advice on above point at your earliest con- 
venience, so that we may endeavor to bring this claim 
to a conclusion? If you have authority wherein this 
point has been decided by the courts would appreciate 
your citing us similar cases. 

Answer: The Cummins amendment provides that the 
carrier shall be liable to the lawful holder of a bill of 
lading for any loss, damage or injury to such property 
caused by it or any connecting carrier, and the Interstate 
Commerce Commission, in re The Cummins Amendment, 
33 I. C. C., 693 (see Traffic World, May 22, 1915, page 
1118), construe this act as placing upon the carrier lia 
bility for the full actual loss, damage, or injury to the 
property transported which is caused by it. The proposed 
new uniform bill of lading, which is still under advise 
ment by the Commission, In the Matter of Bills of Ladiné, 
Docket 4844, as proposed by the carriers themselves, c0l- 
tains the stipulation that the amount of any loss or dai 
age for which any carrier is liable shall be computed 02 
the basis of the actual: value of the property at the place 
and time of shipment, and that where the actual value 
of the property has not been required to be specifically 
stated by the shipper, such actual value shall be arrived 
at from the bona fide invoice price, if any, to the com 





is a 
freig 
and 
upon 
catin 
ment 
on ¢ 
Agai 
the « 
of tl 
settl 
value 
great 
Co., | 


Cle 
tweel 
issue 
shipn 
addre 
time 
repor 
the c 
pany 
stora; 
curre 
advis: 
to wl 

Ans 
when 
oppor 
signer 
of la 
comm 
elapse 
duly 
There 
the re 
& com 

If s 
or lice 
referr 
an en 
the gi 
Sponsi 
to his 
ordina 
&@ ques 
With r 
erally 
&00ds 












No. 6 


ection 
rival 
ed on 
| A, of 
arrier 
y-four 
>, and 
would 
awful, 


-S. 


erable 
arrier 
ere is 
l, and 
stured 
nt, or 

shop 


Dec, 
linery 
» cars 
rough 
signee 
3 and 

a 35 

ship- 
d the 
terial 
1 was 
npany 
r fac- 
lining 

seen 
+ that 
which 
pecial 


order 
ed is 
yment 
cindly 
- con- 
claim 

this 
>ciate 


t the 
ill of 
perty 
“state 
ment, 
page 
r lia- 
9 the 
posed 
ivise- 
ding, 
con- 
dam- 
od on 
place 
value 
ically 
rived 
con- 


February 9, 1918 THE 
signee. It will thus be seen in the aforesaid by the 
Interstate Commerce Commission, as well as by express 
agreement of the carrier, as proposed in the new bill of 
lading, that the actual loss or injury to the owner is to 
pe determined by the full damage that he sustains, and 
that such damage is to be arrived at from the invoice 
price, if any, to the consignee. Since the invoice price 
to the consignee is the price that is paid the consignor 
as the contract price.for the goods delivered, and, since 
it is presumed that the consignee’s profit is included in 
such invoice price, it naturally follows that the carrier 
is not warranted in law to limit its liability to merely 
the actual shop cost of producing the damaged article 
py the consignor. 

It has also been held by the courts that where there 
is a special contract making the invoice price of the 
freight at the point of shipment the measure of damages, 
and no invoice price was actually made out and agreed 
upon, that that expression must be understood as indi- 
cating the actual value of the freight at the point of ship- 
ment when loaded and ready for transportation. Miche 
on Carriers, Volume 2, section 1367, and cases cited. 
Again, that the bill of lading, which stipulates that, in 
the event of the loss of the property, “the value or cost 
of the same at the point of shipment shall govern the 
settlement,” will authorize a judgment for the market 
value of the goods at the time of shipment, which was 
greater than the cost thereof. N. P. R. Co. vs. Barnes & 
Co., 2 Texas App.-Civ. cases No. 579. 

* * * 


Warehouseman’s Liability for Theft 


Cleveland.—Question: We had a shipment move be- 
tween two points in Massachusetts for which the carrier 
issued a clear receipt, but upon arrival at destination 
shipment was placed in storage, due to the fact that the 
address on the bill of lading was incorrect. A _ short 
time afterward consignee took delivery from storage and 
reported that each of the barrels contained less than half 
the original amount shipped, although the railroad com- 
pany report that they hold a clear receipt from the 
storage company, which would indicate that the loss oc- 
curred while in the latter company’s possession. Kindly 
advise if we have any action against carriers and, if not, 
to what extent are the warehouse people liable. 

Answer: At law the carrier’s liability as such ceases 
when the goods are ready for delivery, and a reasonable 
opportunity to remove ‘them has been afforded the con- 
signee. By contract, under section 5 of the uniform bill 
of lading, the carrier’s responsibility ‘as warehouseman 
commences from the time that forty-eight hours has 
elapsed after notice of the arrival of the goods has been 
duly sent or given to the party entitled to receive them. 
Therefore, the shipment in question was being held under 
the responsibility of a warehouseman only and not that of 
& common carrier. 

If said shipment was stored by the carrier in a public 
or licensed warehouse, in accordance with section 5 above 
referred to, then the carrier’s liability was entirely at 
an end, and the public warehouse became responsible for 
the goods to the owner. But the warehouseman is re- 
Sponsible for the loss or destruction of goods intrusted 
to his care, only when he has failed to exercise due and 
ordinary care in the custody of the property, which is 
& question of fact for the jury, to be judged of by them 
With reference to all the circumstances. The courts gen- 
erally hold that a warehouseman is not responsible for 
800ds stolen from him, unless it appears that the theft 
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was due to some lack of ordinary care on his part. The 
law raises no presumption from the fact of theft. It 
hears all the facts and then decides whether due care 
has-been exercised. Where goods have disappeared the 
warehouseman must, though, show that they were lost 
without negligence on his part. 

* & * 


Carrier’s Liability for Breakage. 


Maryland.—Question: Recently we received a shipment 
of glass lamp shades, covered by bill of lading bearing 
the notation “Owner’s risk of breakage.” This shipment 
was packed in cartons and the cartons were crated when 
the shipment was made. One crate showed evidence of 
rough handling; two strips were broken, the top of the 
carton in this crate was smashed, and a large hole was 
punched in the carton, damaging one shade beyond re- 
pair. Claim was filed against carrier and same was de- 
clined on the ground that the notation appearing on the 
bill of lading relieved the carrier of liability. We took 
issue on that point, directing attention to the fact that 
this notation did not relieve the carrier of the responsi- 
bility for damage occurring as a result of its own neg- 
ligence. We are, however, informed that they decline to 
reverse their original decision. 

From the facts outlined in the foregoing, do you not 
think this claim should have been paid, quoting any de- 
cisions, bearing on this particular point, by courts of 
competent authority? 

Answer: A carrier is not liable for damage to fragile 
goods that might have resulted from the inherent nature 
of the goods, or the manner of packing the same, and a 
carrier may, therefore, rightfully provide against the same. 
But the mere notation “owner’s risk of breakage,” ap- 
pearing on the bill of lading, does not exempt the carrier 
from liability for any breakage that was the result of 
its own negligence; except that if the carrier is not in- 
formed of the brittle nature of the packed articles, or 
is not cautioned as to the degree of care to be exercised 
by him on that account, he will not be liable for damages 
the goods may have suffered by breakage, provided he 
has handled them with ordinary care. 

Michie on Carriers, Volume 2, section 142, says: “A 
contract with a railroad company, exempting it from lia- 
bility for damages to goods transported by it caused by 
breakage, is void, as against public policy. Again, under 
the Carmack and Cummins amendments, a carrier may 
not exempt itself by contract or otherwise from liability 
for damage or injury to property caused by it or its 
connecting lines. 


TRAINS FOR WAR WORKERS 


The rapid growth of war industries in the section be- 
tween Philadelphia and Baltimore has proved a serious 
drain on the supply of passenger cars on the Pennsylvania 
Railway. Special trains operated to and from such indus- 
tries in six localities require the use of 215 cars daily. 
In addition, ten cars daily will be operated, in the near 
future, for special industrial service between Philadelphia 
and Bristol and five between Trenton and Bristol for the 
employes of the shipbuilding plant at the last-named point. 
In order to provide sufficient cars for the use of employes 
going to and from these essential war industries, the Penn- 
sylvania Railroad says it has been obliged to draw on the 
number ordinarily in use in its suburban lines in the neigh- 
borhood of Philadelphia and Baltimore. 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide => In it he will answer questions — = 
practical traffic problems. We do not desire to take the B any 
the traffic man. but to help him in his work. We reserve the ott 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail except for a fee, as else- 


Address “Help for Traffic Man,”’ The Traffic Service Bureau, 
Colorado Building- Washington, D. C. 


Allowances to Shippers for Cleaning Cattle Cars. 


Q.—During the year 1917, in order to move our stock 
of hoops, we were compelled to use stock cars. These 
came to us without being cleaned and we necessarily had 
to perform the work. Is there a ruling that we may 
charge the railroad company $1 per car for cleaning, or 
is there a ruling making it compulsory for the railroad 
company to clean these cars before or after being placed 
for loading? The information we get from many different 
places is to the effect that it is the custom of the railroads 
to pay this charge. 

A.—We assume that you “were compelled to use stock 
cars” at a time when the carrier’s inability to furnish 
suitable cars was due doubtless to car shortage. In the 
Laning-Harris Coal & Grain Co. case, 13 I. C. C. 148, un- 
der somewhat similar circumstances, the Commission said 
“shippers ordered cars suitable for shipping hay. Carrier 
was unable to furnish such cars by reason of a car short- 
age and told the shipper that it could furnish cattle cars 
which the shipper could use if he would suitably prepare 
them and would bear the cost of such preparation. What 
the shipper did was in an emergency and of a temporary 
character and of no value to the cars as cattle cars and 
of no value therefore to the railroad,’ and as there was 
no provision in the carrier’s tariffs for payments to the 
shipper, its prayer for an award of reparation was denied. 
Although there may not have been in your case a specific 
agreement that you would bear the cost of cleaning the 
cattle cars to make them suitable for your purposes, it 
seems to us that your acceptance, preparation and use of 
such cars without demand upon the carrier to clean them 
or furnish other and suitable cars might be considered 
tantamount to such an understanding. Also see the Com- 
mission’s Conference Ruling No. 19, Bulletin No. 7. In 
any event if there was no tariff authority for reimbursing 
the shipper for the expense of cleaning the cars under the 
doctrine of the above cited case it would not appear that 
a claim for reparation would be sustained. It may be 
assumed that in those instances where carriers pay such 
claims their tariffs provide for such payments and there- 
fore control. 


Specific Through Rate the Legal Rate. 


Q.—The railroads have recently advanced their class 
rates. There is a commodity rate on logs in effect over 
the T. & O. C. Ry. from Bucyrus, O., to Edison, O., of 3c 
per hundred. There is a commodity rate on the Big Four 
from Edison, O., to Cardington, O., of 3c. Can we demand 
a through rate of 6c? Can we bill these logs to Edison 
clo Big Four and have them reconsigned to Cardington, 
thus saving 2c per hundred over the through class rates? 

A.—We refer you to our answer to a similar question 
in The Traffic World of Nov. 10, 1917, page 1008, and to 
other answers therein cited, which will apply to your 
case if the transportation is over an interstate route. If 
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the shipments move over an intrastate route they are 
subject to the rulings of the Ohio commission and the 
laws of that state. As to interstate shipments, it would 
be unlawful, under the doctrine of the Kanotex case, to 
bill a through shipment to an intermediate junction ang 
there rebill to final and intended destination for the pur. 
pose of defeating the applicable joint through rate from 
origin point to destination. 


Remedy for Unreasonable Rates. 

Q.—The log men of Ohio are in a serious condition from 
the fact that there are no commodity rates on logs on 
more than one railroad. In other words, we are in a one 
railroad town and the railroads, other than the Big Four, 
are reluctant to publish commodity rates to Cardington. 
Is it possible for us to compel the publication of a com- 
modity rate, and what is our procedure? In the northern 
states and in the southern states the rates on logs are 
about one-third of what they are in Ohio. In Indiana they 
have a rate based on mileage plus a small per cent for 
transfers from one line to another. As we must compete 
with manufacturers in other parts of the United States, it 
is important that we are not discriminated against in the 
transportation of our raw material. 

A.—We assume that in the use of the term “commodity 
rates” you mean specific rates on logs which are lower 
than the prevailing class rates. We also take it that 
you have reference to intrastate rates. If it can be shown 
that. the existing rates are unreasonable or unjustly dis- 
criminatory or otherwise unlawful, and the carriers can- 
not be prevailed upon to voluntarily establish reasonable 
and non-discriminatory rates, your proper procedure is 
to file a complaint with the Ohio Railway Commission 
asking for the establishment of just and reasonable rates 
to Cardington. If you draw logs from interstate points 
or via interstate routes, such complaint should be filed 
with the Interstate Commerce Commission at Washington. 


Equal Rates Via Connecting Routes. 

Q.—In P., C., C. & St. L. Ry. tariff, I. C. C. No. P-915, quotes 
rate of 27%c per cwt. fifth class from Pittsburgh to 
Carpentersville, lil. All other lines’ tariffs quote 24%c 
per cwt. fifth class. Should not the 241c rate apply 
via the P., C., C. & St. L. Ry. as well as any other line? 

A.—While competing carriers usually publish equal rates 
via their respective routes, this is not invariably the case. 
It sometimes happens that the longer line or route will 
not meet the rates of the shorter route because such 
short-line rates could not under the provisions of the 
long-and-short rule of the section 4 of the act to regulate 
commerce be exceeded at intermediate points, or there 
may be other valid reasons why the longer route does 
not meet the short-line rate. We, of course, do not know 
under what particular circumstances the P., C., C. & St. 
L. established its fifth class rate from Pittsburgh to Cal- 
pentersville 3 cents higher than the fifth class rate ap- 
plicable over the routes of its competitors. If on the 
other classes it publishes the same rates as the other 
lines, the publication of the higher fifth class rate would 
apparently have resulted from clerical or typographical 
error, in which case correction would doubtless be made 
if the carrier’s attention was called to the error. All 
the shipper is entitled to is a just. and reasonable rate 
over the P., C., C. & St. L., whether such rate be the same 
as or higher or lower than the prevailing rates via other 
routes. 

Allowances to Shippers for Bulkheads. 

Q.—Will you kindly advise whether or not reimburse 
ment can be had from the railroad company for bulk- 
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neads furnished for the loading of fruits and vegetables? 

A—In Conference Ruling No. 78, Bulletin No. 7, the 
Commission held that allowances to shippers for the ex- 
pense incurred in furnishing grain doors could not be 
lawfully made unless expressly so provided in carriers’ 
tariffs. The principle involved when bulkheads are fur- 


Shipping 
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nished by shippers is the same as that relating to grain 
doors furnished by shippers. See also Conference Ruling 
No. 360. So we would say that shippers may not lawfully 
be reimbursed for the expense of supplying bulkheads for 
the shipment of fruits and vegetables unless the carrier’s 
tariffs expressly authorize such payments. 


Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


Ownership: 

(Supreme Ct. of Cal.) Part owners of a vessel are co- 
tenants and partners in the use of the vessel, but not 
partners in the ownership thereof, and the partnership 
necessarily terminates when the vessel is lost or sold.— 
Ferem et al. vs. Olson & Mahoney, 169 Pac. Rep. 386. 

Where a partnership in the use of a vessel was dis- 
solved by the sale of the vessel under libel, one part 
owner had the right prima facie to an accounting.—Ibid. 

After a vessel is libeled, the managing owner is with- 
out authority to bind minority owners for subsequent 
costs, disbursements and expenses.—Ibid. 

Loss Adjustments: 

(Supreme Ct. of Cal.) Where a vessel owned by a 
partnership was libeled, although the managing owner 
had power to make a general average loss adjustment, 
such adjustment was not conclusive and did not debar 
equity from callins for completion and settlement within 
the court.—Ferem et al. vs. Olson —Mahoney, 169 Pac. 
Rep. 386. 

Under Civ. Code, 2152-2154, as to adjustments of average 
loss where the managing owner after libel of the ship 


failed to make a general average loss adjustment, he 
could not urge that the minority owners prematurely 
sought aid of equity because he delayed in making such 
adjustment.—Ibid. 

An adjuster, who adjusted the insurance on the freight 
earnings which was in its nature a partnership asset, was 
properly allowed a compensation against both the man- 
aging and the minority owners.—Ibid. 


Demurrage: 

(Dist. Ct., S. D., New York.) Where a vessel required 
to discharge her cargo at a dock employs lighters for the 
purpose, the consignee is not liable for damage in the 
nature of demurrage, if the lighters are discharged within 
the time allowed if the vessel had discharged directly.— 
Dick Chiarello & Bros., Ind., vs. Central R. Co. of New 
Jersey et al., 246 Fed. Rep. 327. 

The rules of the Maritime Exchange, Harbor of New 
York No. 4, regulating rates of demurrage in case of 
lighters, does not measure damages in the nature of de- 
murrage, where there is no contractual relation between 
the parties and such damage must be proved.—lIbid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


DELAY IN TRANSPORTATION OR DELIVERY. 
Freight Congestion: . 

(Supreme Ct., Special Term, Erie Co.) That the vol- 
ume of freight traffic over a carrier’s lines and other 
railroad lines was extraordinarily large, so that the car- 
tier, though having all necessary facilities for the han- 
dling of ordinary traffic, was unable to care for the 
ehormous and unusual volume of freight tendered without 
delay, did not excuse the delay in delivery of a shipment, 
where it accepted the shipment, knowing of the condi- 
tions reasonably likely to delay delivery, but gave the 
Shipper no notice thereof, as a shipper is not bound to 
know of such conditions, and the conditions being pecu- 
liarly within the carrier’s knowledge, it is bound to notify 
the shipper—Burns Grain Co. vs. Erie R. Co., 168 New 
York Supp. 154. 


CARRIAGE OF LIVE STOCK. 
Damages: 

(Supreme Ct. of Ia.) The rule that the shipper cannot 
recover for injuries to stock unless he shows affirma- 
tively that the stock was in good order when received 
by the carrier does not apply where a shipper of live 
stock alleged specific negligence by exposure of stock in 
storm.—McNamara et al. vs. Chicago, R. I. & P. Ry. Co. 
et al., 165 N. W. Rep. 1008. 

Delay: 

(Supreme Ct., App. Div., 3d Dept.) Evidence held to 
sustain jury’s finding that unusual delay in transportation 
of horses was due to carrier’s negligence.—Plass vs. Bar- 
rett, 168 New York Supp. 107. 

Evidence held to make it a question for jury whether 
sickness and death of horses shipped by defendant ex- 
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press company was natural and probable result of, neg- 
ligent delay in transit.—Ibid. 

A shipper of horses cannot recover from a carrier for 
death of animals after arrival, in the absence of evidence 
connecting their death with the delay in transportation 
complained of.—Ibid. 

Filing Claim: 
(Supreme Ct. of Miss., Div. A.) Provision of contract 
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of live stock shipment that shipper shall file notice of 
loss within ten days of delivery is waived where shortly 
after arrival the carrier’s proper agent was orally notified 
of the injuries and damage, and accepted the notice and 
inspected the stock, and made notations of the injuries 


and claim on the waybill.—Bernstein vs. Yazoo & M. y. 
R. Co., 77 Sou. Rep. 146. 


Miscellaneous Traffic Decisions | 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 


er System, published by West Publishing Co., St. Paul, Minn. 


eport 
Copyright, 1917, by West Publishing Co.) 


(District Ct. D., Kansas, First Div.) As “Interstate 
commerce” is not only traffic, but is intercourse, the pub- 
lication of a newspaper and its distribution from one 
state to another is interstate commerce.—Post Printing 
& Publishing Co. vs. Brewster, Atty., 246 Fed. Rep. 321. 

The sale of cigarettes in a foreign state to a citizen 
of Kansas, in which state the sale of such articles was 


PRIVATE CAR HEARING 


A reunion of carriers, private car owners, and private 
car users was held this week, beginning Monday, at the 
Sherman Hotel, with Examiner Brown, of the Interstate 
Commerce Commission, presiding. Those assembled had 
not been together, for the purposes involved in this 
meeting, since 1916. The occasion was the reopening 
of the Commission’s investigation in the matter of pri- 
vate cars, Docket No. 4906. About 5,000 pages of record 
were taken in the hearings of 1914 and 1916, and the 
present hearing, as Examiner Brown announced, is to 
bring that evidence up to date, the Commission being 
desirous of disposing of the case this year. Consolidated 
with this inquiry is Docket No. 1026, Armour and Com- 
pany vs. El Paso & Southwestern et al., and sub numbers 
1 and 2. Examiner Brown is assisted by W. S. Curry 
of the accounting division of the Commission. The pur- 
poses of the reopening of the case, as stated in the Com- 
mission’s order, were printed in The Traffic World of 
January 5. 

Arguing that the carrier should be compelled to furnish 
special equipment to meet the reasonable needs of all 
shippers, Mr. Parmenter, attorney for the Lawton Refining 
Company, Lawton, Oklahoma, obtained close attention 
when he took the stand and told of the experience of 
his company, now sorely tried because the Frisco, on 
which it depended for tank cars, has disposed of its 
equipment of this kind. His plant is reached by only 
the Rock Island and the Frisco. The former never did 
furnish it any equipment but the latter, he said, promised 
to supply its wants and did so for a long time. Then it 
quit, leaving the company flat. Recourse is being sought 
through the courts, and attempts have been made to 
obtain cars elsewhere, but with little success. He said he 
had made no study as to the charge that should be made 
for such equipment and he didn’t know one kind of car 
from another, but the business of the carriers was to 
haul the commerce of the country and they should be 


prohibited by Laws Kan. 1917, c. 166, and their carriage 
from such foreign state into the state of Kansas and 
delivery in the original packages, is an interstate com- 
merce transaction, which it is beyond the power of the 
state of Kansas to prohibit or unduly restrict or burden, 
Congress having exclusive control of interstate commerce, 
—Ibid. 


compelled to furnish the equipment to do it. The 
charge should be properly compensatory. So far as his 
own company was concerned, he said, it was willing to 
pay any price to get cars. 

Other witnesses Monday were Mr. Jenks, manager of 
the California Dispatch line, which furnishes tank cars 
for wine; and John C. Scales, for the National League 
of Commission Merchants. Mr. Jenks said that the pres- 
ent charge of three-quarters of a cent for tank cars does 
not fully reimburse the owner. He did not know that 
he believed the owner should be fully reimbursed, but he 
thought the charge should be more than three-quarters 
of a cent. 

Mr. Scales held that the carriers should be compelled 
to furnish all refrigerator equipment. 


Mr. Osmand, superintendent of the car department of 
Morris and Company, was on the stand a good part of 
the day Tuesday. His position was that meat cars used 
by his company and other packers are no more special 
equipment than are refrigerator cars and that it should 
be made the duty of the carriers to furnish them. His 
company provided its own cars, he said, merely because 
it was unable to get enough cars from the carriers. His 
company would be glad to go out of the private car 
business if it could, he said, and it was at a financial 
disadvantage, when using one of its own cars, with 4 
competitor using a railroad-owned car. If the shipper, 
through the failure of the carrier to furnish this kind 
of equipment, is compelled to furnish his own car, thet 
he should receive the same compensation for its use 
that the railroad receives. 


His examination and cross-examination rang the 
changes on one of the fundamental questions in this 
proceeding—what is special equipment and what is 4 
common car? Mr. Osmand defined a common car 4s 
one that could be used interchangeably in various kinds 
of traffic and he insisted that a meat car was no more 
special than an ordinary refrigerator car. The carriers 
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could put anything in it, he said, that they could put 
jn an ordinary refrigerator car. 


The Commission has sent: out the questionnaire it said 
it would submit to owners when it reopened the private 
car case. One set of questions is to be answered by 
the railroads and the other by the private car lines. 
The object is to bring to date the statistical data gathered 
ynder the order of March 15, 1913. Returns are to be 
made by March 1. The printed forms to be filled out 
say the returns are to be made by February 15, but in a 
supplemental order sent out with the forms the date was 
changed to March 1, 


7 


Personal Notes 


From newsboy to railway president. That is the 

achievement of William P. Kenney, who has just become 
president of the Great 
Northern Railway. Louis 
W. Hill, chairman of the 
board of directors, will 
continue as active as 
heretofore in the man- 
agement of the railway 
system his father built. 
Selling newspapers was 
the starting point of 
Kenney’s career, back in 
the ’80’s. Later he be- 
came a Western Union 
messenger boy. The 
clicking of the telegraph 
instruments was a lure 
to him. He mastered the 
key and became an op- 
erator. That opened the way for his railway career. He 
tuned his attention to traffic and before he was forty 
years old became a traffic authority. In 1912 he was 
made vice-president and traffic manager of the Great 
Northern Railway. He then came immediately in close 
association with James J. Hill and L. W. Hill, who had 
a high regard for his knowledge of traffic affairs. From 
their youth up Louis W. Hill and William Kenney have 
been closely associated in railroad affairs, first as clerks 
and later in management, culminating now in their joint 
executive control. Mr. Kenney is 48 years old and is 
one of the nation’s youngest railway presidents. The 
records show that few men have attained that position 
udder 50. As president of the Great Northern Railway 
he becomes the director of about 8,000 miles of railway, 
extending from the Great Lakes to the Pacific coast. 





J. J. Lane, local freight agent of the Delaware, Lacka- 
wanna & Western at Newark, N. J., has been appointed 
division freight agent, with headquarters at Newark. 


Edward T. Campbell, general traffic manager of the Erie, 
with office at Chicago, has been assigned to special duty, 
teporting to the president, with headquarters at New York. 


J. A. Middleton, formerly freight traffic manager of the 
Missouri Pacific, has been appointed in charge of the oil 
ltaffic of the United States Food Administ~ation. 


E. H. Blair, general agent of the Wabash at Cincinnati, . 
has resigned to become vice-president of a foodstuff manu-. 
facturing concern in New Orleans. Oscar Plunket, who 
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has been traveling freight agent of the Wabash, will suc- 
ceed to the position vacated by Mr. Blair. 


E. P. Lowery has been appointed general freight and 
passenger agent of the Evansville & Indianapolis Railroad, 
with headquarters at Terre Haute, Ind. 


W. J. Doyle has been appointed general agent in the 
general freight department of the St. Louis Southwestern 
Railway of Texas, with headquarters at Dallas, Tex. 


J. W. Bingham has been made traffic manager of the 
Corn Products Refining Company, Chicago, with headquar- 
ters at Chicago. 


H. D. Landry, assistant general freight agent of the St. 
Louis Southwestern Railway Company, will, in addition 
to his other duties, have charge of the industrial depart- 
ment. 


Decatur Axtell, vice-president of the Chesapeake & Ohio 
Railway Company, of the Hocking Valley Railway Com- 
pany and of the Chesapeake & Ohio Railway Company 
of Indiana, has tendered his resignation to those com- 
panies, effective February 8. 


C. H. Wanamaker is appointed traffic manager of the 
United Piece Dye Works of New York. 


The Nashville, Chattanooga & St. Louis Railway Com- 
pany announces that W. H. Wharton, having been com- 
missioned first lieutenant, ordnance department, United 
States army, has leave of absence, but the Chicago com- 
mercial agency will continue to be handled over his name. 


John C. Stone, assistant traffic manager of the Northern 
Electric Railway since 1914, has been appointed traffic 
manager of the Central California Traction Company, at 
Stockton, Cal. He assumes his new duties on March 1. 
Before going to the Northern Electric Railway, Mr. Stone 
was general freight and passenger agent of the Hilo Rail- 
road Company, Hilo, Hawaii. Prior to that he was district 
freight and passenger agent of the Southern Pacific at 
Sacramento. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New England will have its seventh 
annual banquet at the Copley-Plaza Hotel, February 12. 
The speakers will be Rear-Admiral Robert E. Peary, 
U.'S. N.,. chairman National Aerial Coast Patrol Commis- 
sion; Allen T. Treadway, congressman from Massachu- 
setts; and Melvin M. Johnson, attorney. 


At the meeting of the Traffic Club of Baltimore the 
nominating committee will report its ticket as follows: 
President, Paul Gessford; first vice-president, N. J. Elliott; 
second vice-president, W. T. Hunter; secretary, C. C. Kai- 


ler; treasurer, W. H. Smallwood. Board of governors. 
W. E. Harris, chairman; H. M. Foster, John L. Hayes, 
John H. Doebler, H. D. Sinton, Jos. P. Tully, H. H. Taggart. 
Election of officers will take place at the annual meeting 
in March. 


The Transportation Club of Louisville will have its 
sixth annual dinner at the Louisville Hotel, February 12. 
On account of the prevailing conditions it has been deemed 
wise to dispense with the regular annual banquet. There 
will be an interesting program. The names of the speak- 
ers and their subjects will be withheld until the meeting 
canvenes. The annual election will be held during prog- 
ress of the dinner. 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
We ask that readers notify us of any errors or of 


to time. 
any changes or additions of which they have knowledge.) 


Akron Traffic Association. Alvin Hill, Pres.; E. L. Mor- 


gan, Secy. 


Baltimore Traffic Club. H. M. Foster, Pres.; C. C. Kailer, 


Secy. 


Boston, Mass.—The Association of Railway and Steam- 


boat Agents of Boston. O. M. Chandler, Pres.; W. M. Ma- 
comber, Secy.-Treas. 

Brooklyn Traffic Club. 
Schleicher, Secy. 

Buffalo Transportation Club. H. B. Loucks, Jr., Pres.; 
G. C. Wilson, Secy. 

Chicago Traffic Club. C. B. Hopper, Pres.; C. B. Signer, 
Secy. 

Chicago Transportation Association. 
Pres.; T. P. Hinchcliffe, Secy. 

Cincinnati.—Traffic Club of the Chamber of Commerce. 
H. M. Freer, chairman; E. H. Smith, Secy. 


W. C. Siegrist, 


Cleveland Traffic Club. C. F. Wood, Pres.; B. A. Ham- 


ilton, Secy. 


Columbus, Ohio.—Traffic club of the Columbus Chamber 


of Commerce. J. E. Harris, Pres.; J. G. Young, Secy. 

Dallas Traffic Club. C. A. Deuel, Pres.; C. E. Hinds, 
Secy. 

Dayton Traffic Club. J. W. Cobey, Pres.; W. E. Boyer, 
Secy. 

Denver Commercial Traffic Club. R. Flickinger, Pres.; 
A. S. Fogg, Secy. 

Detroit Transportation Club. J. S. Kellie, Pres.; G. A. 
Walker, Secy. 

Erie Traffic Club. H. R. Landers, Pres.; M. W. Eismann, 
Secy. 

Flint (Mich.).—Traffic Club of the Flint Board of Com- 
merce. W. H. McCloud, Pres.; Ned Vermilya, Secy. 

Fort Worth Transportation Club. E. C. Price, Pres.; 
BE. E. Wyatt, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. 
Jenner, Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. H. L. Hudson, Pres.; A. T. 
Kroon, Secy. 

Houston Traffic Club. Clint Hollady, Pres.; F. A. Lef- 
fingwell, Secy. 

Indianapolis Transportation Club. J. L. Keach, Pres.; 
L. B. Stone, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber 
of Commerce. H. H. Chandler, Pres.; J. R. Gibbs, Secy. 

Jacksonville Traffic Club. J. C. Burrows, Pres.; W. L. 
Waring, Jr., Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board 
of Commerce. P. H. Garrity, Pres.; J. H. Dasher, Secy. 

Kansas City Traffic Club. G. I. Tompkins, Pres.; Alfred 
A. Wild, Secy. 

Los Angeles Traffic Association. 
H. C. Smith, Secy. 

Louisville Transportation Club. 
W. T. Vandenburgh, Secy. 

Memphis Traffic and Transportation Club. V. D. Fort, 
Pres.; J. C. Ryan, Secy.-Treas. 

Milwaukee Traffic Club. A. M. Patriarche, Pres.; F. T. 
Fultz, Secy. 

Minneapolis Traffic Club. L. W. Blessig, Pres.; W. W. 
Gibson, Secy. 

Newark Traffic Club. C. H. Gulick, Pres.; E. E. Burk- 
hard, Secy. 


B. L. Lewis, Pres.; 


G. C. Devol, Pres.; 


P. L. Gerhardt, Pres.; C. A. 
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New England Traffic Club, Boston. C. W. Robie, Presg,; 
C. A. Anderson, Secy. 

New York Traffic Club. W. L. Woodrow, Pres.; ©, 4 
Swope, Secy. 

Norfolk Traffic Club. R. S. Gale, Pres.; Hege Terrell, 
Sec’y-Treas, 

Omaha Traffic Club. B. J. Drummond, Pres.; John p 
Byrne, Secy. 

Peoria Transportation Club. T. A. Grier, Pres.; C, 4 
Gillig, Secy. 

Philadelphia Traffic Club. H. G. Sickel, Pres.; W. 4 
Montgomery, Secy. 

Philadelphia.—Commercial Traffic Managers of Phils. 
delphia. W. B. Grieves, Pres.; T. Noel Butler, Secy. 

Pittsburgh Traffic Club. Charles McNicholl, Pres.; A. 4 
Orr, Secy. 

Pittsburgh Traffic and Transportation Association. R, 
M. Sisk, Pres.; F. G. Wood, Financial Secy. 

Portland Transportation Club. E. M. Burns, Pres,; 
W. O. Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Cham. 
ber of Commerce. E. E. Salisbury, Chairman; E. ¢. 
Southwick, Secy. 

Rockford Traffic Club. J. H. Miller, Pres.; L. E. Golden, 
Secy. 

Salt Lake City Transportation Club. 
Pres.; R. E. Rowland, Secy. 

San Francisco Transportation Club. A. H. Dougall, Jr, 
Pres.; F. Birdsall, Secy. 

Seattle Transportation Club. F. W. Graham, Pres,; 
E. W. Mosher, Secy.-Treas. : 

South Bend Traffic Club. F. S. Montgomery, Pres.; G. 
S. Hess, Secy.-Treas. 

Spokane Transportation 
R. W. Franklin, Secy. 

St. Joseph Traffic Club. R. A. Ferguson, Pres.; T. J. 
Slattery, Secy. 

St. Louis Traffic Club. F. C. Reilly, Pres.; J. R. Bell, 
Secy. 

Toledo Transportation Club. H. E. Thatcher, Pres.; 
Harry S. Fox, Secy. 

Topeka Traffic Association. J. F. Haskell, Pres.; Sam- 
uel E. Lux, Secy.-Treas. 

Washington Traffic Club. J. C. Williamson, Pres.; W. 
B. Peckham, Secy. 


A. R. MeNitt, 


Club. V. G. Shinkle, Pres.; 


SAFETY APPLIANCE ORDER 


The Trafic Worid Washington Bureau. 

The Commission, February 4, by means of an arder in 
Ex Parte No. 33, pertaining to the equipment of freight 
cars with safety appliances, has extended the time for 
completing the equipment of cars with the appliances 
required by paragraphs b, c, e and f of the order dated 
March 13, 1911, and orders of Nov. 2, 1915, and April 12, 
1917, for eighteen months from Mar. 1 of this year, or to 
Sept. 1, 1919. 

This order, it is believed, postpones the work required 
under the safety appliance law until after the war. That, 
of course, is merely a guess by the Commission as t0 
the date beyond which the war will not last. 

Under existing conditions, the Commission believes, it 
would be almost criminal to order the shopping of cals 
for changing grab-irons and other attachments to equip 
ment that do not absolutely conform to the standard set 
in the various orders mentioned, but are not positive 
sources of danger to life or limbs. 
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AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents issuing 
freight tariffs has been compiled from the records of the Inter- 
state Commerce Commission and will be published from time 
to time with such corrections as may be necessary. We ask 
subscribers to notify us of any errors in this list or any 
changes that may occur of which they have knowledge. There 
are perhaps fifty more such agents on the Commission’s records, 
put they have filed no tariffs recently. 


Allan, W. P., Pacific-Northwest Demurrage Bureau, Seat- 
tle, Wash. 

Anderson, Frank, Memphis Tariff Committee, Memphis, 
Tenn. 

Arnold, H. E., Rutland-Mich. Central Line, Boston, Mass. 

Barber, F. A., Wabash & Lackawanna Dispatch, St. 
Louis, Mo. 

Barr, F. J.. Indianapolis Frt. Committee, Indianapolis, Ind. 

Beck, T. Clem, Lake Shore-L. V. Route, etc., New York, 
N.Y. 

Behrman, M., New Orleans Public Belt R. R. Co., New 
Orleans, La. 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Bode, C. E., Ill. Traction Co., Springfield, Ill. 

Boyd, E. B., Western Trunk Line Committee, Chicago, IIl. 

Boyd, E. B., Mlinois Frt. Com., Chicago, III. 

Boyd, E. B., Gulf Foreign Frt. Com., Chicago, Ill. 

Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 

Broaddus, Andrew, Cumberland Gap Despatch, Louisville, 
Ky. 

bruce, W. P., Nashville Terminal Tariff, Nashville, Tenn. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 

Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 
St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 

Chalenor, L. E., Southeastern Freight Association, At- 
lanta, Ga. 

Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 
Pa. 

Christian, J. R., Mallory & Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 

Collyer, R. N., Official Classification Co., New York, N. Y. 

Conard, G. P., Car Capacities and Dimensions Tariff (The 
Official Railway Equipment Register), New York, N. Y. 

Cottrell, J. J., Va. Lines’ Trf. Bureau, Richmond, Va. 

Countiss, R. H., Transcontinental Frt. Bureau, Chicago, IIl. 

Crow, W. R., Erie Despatch, Chicago, II1. 

Davis, C. McD., Florida Orange-Pineapple Tariff, Wilming- 
ton, N. C. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Duke, Nat., Lake Shore-Lackawanna Line, New York, N. Y. 

Duke, Nat., Mich. Cent.-Lackawanna F. F. Line, New York, 
mM. ¥. 

Duke, Nat., Pere Marquette-Lackawanna F. F. Line, New 
York, N. Y. 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Eaton, G. H., A. F. T. M., Boston & Maine R. R., Boston, 
Mass., Canadian Pacific Dispatch, westbound. 

Emerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fay, Chas. S., Morgan’s La. and Tex. R. R. and S. S. fo., 
New Orleans, La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, II. 

Fyfe, R. C., Western Classification Com., Chicago, III. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 
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Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, II. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt Lake 
City, Utah. 

Griffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
D. C. 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F, M., S. E. Demurrage Bureau, Atlanta, Ga. 

Howe, Carl, New York Central F. F. Lines, Chicago, III. 

Hunter, J. A., Zanesville Switching Tariff, Zanesville, O. 

Kinney, F. P., A. G. F. A., N. Y., N. H. & H., New Haven, 
Conn., Canadian Pacific Despatch, westbound. 


Leland, F. A., Southwestern Tariff Committee, St. Louis, 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 

Loomis, J. C., Chi.-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 

Lowry, L. A., Chicago Switching Committee, Chicago, IIl. 

McCain, C. C., Trunk Line Association, New York, N. Y. 

Merki, George, Joint Rate Inspection Bureau, Chicago, IIl. 

Moore, R. C., Merchants and Miners Transportation Line, 
Baltimore, Md. 

Morris, Eugene, Central Freight Association, Chicago, IIl. 

Morris, Ira W., Columbus Switching Tariff, Columbus, O. 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind. F 

Pacific Gar Demurrage Bureau, San Francisco, Cal. 

Peters, L. S., agent for individual lines, Boston, Mass. 

Pierce, C. J., National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 

Pontius, F. A., Chicago Demurrage Bureau, Chicago, Ill. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Sedgeman, W. J., Seaboard-Colo.-Utah Com., New York, 
MX 

Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberger, F. E., Star Union Line, Pittsburgh, Pa. 

Smith, G. A., Peoria-Pekin Switching Tariff, Peoria, Ill. 

Snow, Lucien, C. T. B., Maine Central R. R., Portland, Me., 
Canadian Pacific Despatch, westbuund. 

Souders, L. M., Empire Line, Chicago, III. 

Sterling, G. W., F. T. M., Eastern S. S. Corp., New York 
City, Canadian Pacific‘ Despatch, westbound. 

Stewart, J. B., Ontario Central Desp. F. F. Lines, New 
York, N. Y. 

Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 
mM. Y. 

Vaughan, R. H., Blue Ridge Despatch, Cincinnati, O. 

Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Walters, T. J., Baltimore & Ohio R. R. Co.-Continental 
Line-Central States Despatch-Eastbound rate bases 
and billing instructions, Cincinnati, O. 

Willcox, E. T., agent, A. C. L. and S. A. L., Norfolk, Va. 


SOUTHERN CLASSIFICATION 
The Southern Classification Committee will conduct hear- 
ings on its 94th docket at the Hotel Sinton, Cincinnati, be- 
ginning at 10:00 o’clock a. m., March 19. 
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New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and’ Other Branches of Traffic Work 


USE OF METAL CONTAINERS 


The Trafic World Washington Bureau. 
In behalf of the Pneumatic Scale Corporation, Ltd:, 


Edgar Watkins has filed a complaint against every rail- 
road in the country, alleging that they have failed to 
make rates that would give recognition to shippers using 
containers other than the usual wooden or fiber boxes. 
He asks the Commission to order them to establish just, 
reasonable and non-discriminatory rates, rules, regulations 
and practices for the transportation of commodities 
shipped in complainant’s containers, and for the return 
of such containers which will result in a reasonable al- 
lowance to shippers using them. 

The complaint is a model book. Instead of carrying 
the names of all the railroads in the country ahead of 
the complaint itself, the list of names is attached as an 
exhibit. On the first page of the book are the material 
allegations which is what would be sought by anyone 
interested in the matter. The first paragraph reads: 
“(1) Complainant, a corporation, under the laws of the 
state of Massachusetts, with offices at Norfolk Downs, in 
that state, brings this its complaint against all the de- 
fendants named in exhibit A attached hereto and made 
a part hereof.” As a second exhibit, Mr. Watkins pub- 
lishes extracts from letters of both railroads and shippers 
approving the use of the metal carriers or containers 
manufactured by the complaining corporation. The rail- 
roads have recognized the merit of the complainant’s 
containers, but by reason of disagreement among them- 
selves they have been unable to fix the proper rates, 
rules and regulations, it is stated. The complaint, there- 
fore, is not a hostile proceeding. ‘ 


CUTS TARIFF MAILING LIST 


George H. Crosby, freight tariff manager of the 
Cc. B. & Q., is sending a circular to patrons looking 
toward a reduction in the number of freight tariffs 
mailed. He says a generous response has been made 
showing willingness on the part of shippers to co-oper- 
ate. One suggested that the circular did not go far 
enough and that a notice should merely have been given 
that tariffs would not be mailed except on definite re- 
quest in response to the notice. This method was con- 
sidered but it was felt that it would hardly be proper 
to cut a name from the mailing list in this manner when 
it could not be certain that the notice itself had reached 
every person to whom tariffs were being sent. Following 
is the circular: 

Are you receiving any tariffs from this company that 
you do not use? 

If so, will you please tell us about it? We endeavor 
to furnish shippers with such tariffs as they actually 
need, but do not want to burden them with any that are 
unnecessary. Naturally you do not want tariffs sent to 
you for which you have no use; it merely adds to your 
annoyances. If you will co-operate with us in this matter 


it will help you directly in three ways: 
ist. You will be more certain to get the tariffs you 


need, if the mailing list is kept down to the actual neces. 
sities. 

2nd. You will receive the tariffs more promptly after 
they are issued. 

3rd. Your own office will not be bothered with 
handling unnecessary tariffs, which merely clutter wy 
your files, or must be thrown into the waste-basket. 

It will help you indirectly, also, by helping us in three 
ways: 

1st. We can reduce the number of tariffs printed. 

2nd. We will be able to keep closer up to the date of 
issuance in mailing tariffs to the shipping public. 

8rd. A reduction in the mailing list will effect a cor. 
responding decrease in the labor and expense of dis. 
tributing our tariffs. 

We are striving toward greater efficiency, and the 
elimination of waste, and will appreciate your help and 
co-operation. Some shippers watch this matter and no- 
tify us when they find they are receiving tariffs they do 
not need. Will you also kindly do this? 


CONSERVING CAR FACILITIES 


The National Industrial Traffic League has issued a 
poster, printed in patriotic colors, proclaiming that “you 
can help win the war by conserving transportation facili- 
ties. Transportation is the life blood of the nation. Make 
one freight car do the work of two by: 

“1. Loading and unloading cars promptly. 

“2. Loading cars to their full safe carrying capacity. 

“3. Double loading. 

“4, Ordering only enough cars to take care of your 
immediate needs. 

“5. Furnishing specific instructions as to delivery de 
sired. 

“6. Ordering in maximum quantities—car capacity 
whenever possible.” 


USE OF PROPER CONTAINERS 


H. C. Bixler, superintendent of stations and transfers 
of the Pennsylvania Railroad Company, has issued loss 
and damage bulletin No. 6, printed in patriotic colors, 
containing half a dozen photographs showing the folly of 


shipping goods in unsuitable containers. The bulletin 
says: 


The time has arrived when the whole country must 
awaken to the importance of merchandise being wasted 
through the use of improper and insufficient containers. 

Avoidable waste at this time is unpariotic and wr 
American and should have no place in our national life. 

If we are to conserve our resources we must not destroy 
any part of the increased production so necessary noW 
in the conduct of this war. 

Millions of dollars are paid annually for loss and dam 
age resulting from freight shipped in poor containers, 
improperly packed and improperly marked. It is an 
provident waste which seems criminal when we consider 
nearly all of it is preventable. 

Too little attention is given to the preparation of goods 
for shipment. 

The co-operation of.all concerned is necessary at this 
time to reduce this avoidable waste. : 

Pack and crate your goods properly, mark them plainly 
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and you as an individual and the nation as a whole will 
be benefited. 

A glance at the photographs shown in this bulletin 
will prove that containers are being used that are not 
suitable for the purpose. 


NEW YORK PIER CONGESTION 


J. S. Marvin, general traffic manager of the National 
Automobile Chamber of Commerce and a member of the 
special committee on pier congestion of the New York 
Traffic Club, discussing the report of that committee at a 
recent meeting of the club, said: 


While sections 1, 2, 3 and 4 would require consignees of 
less carload shipments to take prompt delivery or stand 
certain penalties, and after a period of about two days 
take store door delivery, I believe something more funda- 
mental in cartage arrangements will be required to elimi- 
nate existing inefficiency. The proposed method would not 
restrict the number of trucks visiting piers nor would it 
provide for the removal of inbound freight as soon as un- 
loaded. 

The unification of railroad operation under a director- 
general of railroads makes uniform practice quickly avail- 
able. The carload business into New York has already 
been placed under the embargo-permit system, giving con- 
signee the right to arrange his own trucking. This leaves 
the less-than-carload shipments to be considered, and the 
question is whether direct delivery to consignee on arrival 
would relieve the piers and gain efficiency by reducing the 
number of trucks required to effect deliveries. I believe 
these results would be accomplished and, therefore, favor 
this plan. It could also be applied to carload consignees 
after having reasonable time in which to remove their own 
freight. 

The pooling of trucks has been suggested and, while a 
satisfactory plan of this kind might be found, the truck- 
ing interests vary from the owner of a few teams to com- 
panies owning hundreds of teams. Instead of attempting 
to pool all of these trucks each carrier could at once ar- 
range with any responsible trucking company for the re- 
moval and delivery of freight under reasonable cartage 
rates to be determined. The companies undertaking the 
work could add to their equipment, if necessary, by hiring 
or absorbing the smaller companies’ trucks. They could 
also arrange for the handling of freight requiring trucks of 
a special character. 

Cartage to the piers would very likely soon be diverted 
largely to the trucks operating from the respective piers. 

Payment of freight and cartage charges should in the 
main be made to collectors and not to truckmen. 

A survey of the public warehouse facilities should be 
made and if it is true that freight is held in railroad ter- 
minals and on tracks, or that such a condition would ‘be- 
come serious if an attempt be made to remove freight 
from terminals immediately upon arriving, arrangements 
should be made between national and city authorities for 
temporary warehouses during the present crisis, There 
are certain vacant lots and small parks in the downtown 
section and possibly some buildings which could be utilized 
if necessary. 

Transportation is a vital thing in our conduct of. the 
War. This trucking situation is an important feature of 
i, Teams are standing idle under load for hours every 






















day. A recent instance was cited by a trucking company 


where teams waited 60 hours at one terminal. A serious 
shortage of drivers exists. Something must be done to 
Produce more transportation per truck. It is at this situa- 
tion that we must strike, if possible, to get results desired, 
and quickly. So long as the same pier is handling inbound 
and outbound business it is certain that the immediate 
ee of inbound freight as suggested would mean fully 
vaded trucks and more room on the piers, which would 
ore more prompt unloading of the trucks arriving with 
1 Trans-Atlantic steamship companies which receive freight 
nly on permits, if regularly delaying trucks, should be 
Tequired to recognize this condition and so arrange their 
— as to receive only the number of trucks that can 
handled during the day. 

%.. 1S In the belief that these features should be kept in 
‘ew that I desire this added to the report. 
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JOBS OF SOLICITING EMPLOYES 


B. L. Winchell, director of traffic of the Union Pacific 
system, has addressed the following letter to the general 
agents and other outside representatives of the road on 
the question of their tenure of position under federal 
control: 

“It is reasonable to believe that the present control 
of railroad operation desires full and effective touch with 
the public; the determination of traffic necessities is ob- 
viously still desirable, and can be best obtained through 
those who have had years of intercourse with the public. 
Furthermore, the proper distribution of traffic between 
the various lines, and the best use of each of the rail- 
road properties, can be accomplished more easily with 
your assistance and because of your personal relations 
with shippers, etc. 

“Information which you can secure for the management 
will make for continued efficiency of service, and the 
value of same is not likely to be ignored. 

“It may not be necessary to fill at once the places of 
all soliciting representatives who have left or are leaving 
us to accept other service, but those who remain, and 
who are faithful and diligent, and who make the same 
efforts for the success of our properties under the new 
conditions as in the past are, in my opinion, not likely 
to be dropped from the payroll. It is possible that in 
some cases they may be assigned to other duties.” 


EASTERN EMBARGO MODIFIED 


The Trafic World Washington Bureau. 

A. H. Smith, director of eastern railroads, February 1 

issued an order modifying the general embargoes in that 

territory so as to permit the shipment of seasonable and 

otherwise important commodities. The following are to 

be excepted because their receipt by consignees is deemed 
to be urgent: 


A. Agricultural implements required for spring plant- 
ing; farm tractors; fertilizers and raw materials for use 
in manufacture thereof; insecticides and spraying material 
or compound; field and garden seeds; seed potatoes and 
nursery stock. 

B. Live stock; fresh or cured meat; dressed poultry; 
fresh or frozen fish; dried fruit or vegetables; butter, 
eggs, cheese, lard or lard substitutes, milk, fluid, con- 
densed or evaporated; flour; compressed yeast, salt, 
drugs, medicine and ingredients used in the manufacture 
thereof; liquid chlorine. . 

C. Coal, coke, cordwood, gasoline, lubricating oil, il- 
luminating fuel oil in tank cars. 

D. Newsprint paper consigned to publishers; printers’ 
ink, carbon or lamp black. 

E. Feed for animal or poultry consumption. 

F. Supplies consigned to or in care of officers of the 
U. S. Army or Navy. 

G. Freight consigned to railroad offices for use of rail- 
road companies. 


WAR TAX ON FREIGHT 


The Trafic World Washington Bureau. 
Assuming declarations that some railroads are col- 
lecting the three per cent transportation tax on acces- 
sorial service and that some are not to be accurate, it 
is reasonable to assume that some time within the year 
railroads that have not been collecting tax on the amount 
paid for such services will receive notice from the 
internal revenue commissioner that it is their duty to 
call on those who have paid freight bills which included 
charges for demurrage, lighterage, etc., to pay an addi- 
tional sum to cover the taxes due, but not paid. 
Railroads and shippers should have known since the 
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SOUTHERN EXPORT COMMITTEE 


_ Charles T. Airey, chairman of the American Railway 
Association, Southern Export Committee, New Orleans 


has issued the following circular to carriers: 
“The orders creating the Southern Export Committy 
defines its duties as follows: 


This committee will have jurisdiction over export freight 
moving via all South Atlantic and Gulf ports, authorize ep. 
bargoes when in their judgment conditions so require and iggy 
permits for the forwarding of specific shipments under gu¢h 
regulations as the circumstances may from time to tiim 
justify. All railroads will co-operate with this committee tj 
the fullest extent, furnishing them such reports as they 
request. By authority of the Director General of Railroads, 


“This committee will have charge of and give directig, 
to the movement of all export traffic, including the iss, 
ance of permits, through south Atlantic and gulf ports 
from Wilmington, N. C., to New Orleans, La., inclusive 
through Texas ports and through Norfolk, Va., via south. 
ern lines, to secure the most effective use of terminal fy 
cilities and to prevent congestion. 

“Accordingly this committee will arrange to obtain in 
formation of all traffic to be exported via the various ports 
as defined, together with daily reports in detail of the 
prevailing situation at the ports, only resorting to the 
placing of embargoes and the issuance of permits when 
necessary. 

“Should later the conditions suggest the necessity for 
otherwise directing, the authority delegated to the com 
mittee will be promptly exercised.” 


UNLOADING ON HEATLESS MONDAY 


The National Industrial Traffic League has sent a cir 
cular to members because of the question raised by 
some of them as to whether they will be permitted to 
use power on heatless Mondays for the unloading of 
freight. The following order of the Fuel Administration 
is quoted in the circular: 

“Receiving departments of business establishments are 
exempt from the Order of January 17th to the extent 
that they may use sufficient fuel for power, light an@ 
heat, as may be necessary to receive freight only.” 
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middle of November that the ‘tax does attach to the 
sums paid for accessorial services because in the No- 
vember 10 number of The Traffic World it was set forth 
that the internal revenue officials had determined to 
make interpretations of their own as to the meaning of 
section 500 of the internal revenue law. It was set forth 
that they were going to do that “because they have 
found out that, under the act to regulate commerce 
transportation embraces not merely the line haul but 
also the accessorial services knows as lighterage, recon- 
signment, storage, demurrage, refrigeration, elevation and 
other things of that character. The chances are they 
will rule that none of the charges for accessorial services 
is to be exempted from the payment of the tax of 
3% and 8% on passenger fares. Some of the officials 
have been frank enough to say that they did not know, 
when they gave their tacit endorsement to constructions 
placed on the act, what lighterage, reconsignment and 
etc. meant, or that there had ever been a legislative 
definition of transportation.” 
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The internal revenue commissioner is an overworked 
official. Therefore, much time frequently elapses_ be- 
tween an unofficial announcement that the law means 
so and so and the official ruling thereon. That was the 
fact with regard to the tax on transportation. Two 
months and three days after the above publication in 
The Traffic World, the ‘internal revenue commissioner 
published decisions he had made relating to the 3% tax 
on freight. As summarized by the commissioner, the 
law relating to the 3% tax is as follows: 


Tax does not attach separately on the following miscel- 
laneous services rendered by a carrier when the charge for 
such services is included and paid in the through tariff rate 
for the road haul: (a) Switching and drayage; (b) wharf- 
age, storage and lighterage; (c) compressing in transit; (d) 
milling in transit; (e) dressing and refining in transit; (f) 
diversion and reconsigning charges; (g) refrigeration; (h) car 
service; (i) demurrage; (j) charge for consigning freight to 
order notify; (k) storage; (1) car rental; (m) switch charges 
for return of empty cars over belt or switching lines; (n) 
weighing charges; (0) feeding and watering stock in transit. 
However, if the through tariff rate does not include such 
services, the amounts paid for the same are taxable if such 
services are a part of the transportation by the carrier. 
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PASSENGER TRAIN REDUCTION 


Reports received from all divisions of the Pennsylvania 
Railroad lines east of Pittsburgh and Erie show that as 
a result of the reductions in passenger train service, 
effective Jan. 6, 1918, when 104 week-day and 51 Sunday 


trains were taken off, the following economies in motive 
power and man-power have been achieved: 

Locomotives saved per day.............. 

Locomotive crews saved per day......... 

Train crews saved per day...........e.- 

Train-miles saved per year..........ee-. 2,708,212 

The locomotives that have been saved are being used 
in part to replace others in the passenger service which 
are in need of repairs, and in part for moving the lighter 
forms of freight. : 

The engine and train crews saved have been assigned 
to new duties in accordance with the seniority rules of 
the railroad. In most cases the crews actually affected 
remain in the passenger service, but the junior men in 
the various grades of employment, on each division, have 
been transferred to other duties, either in the freight 
train service or elsewhere in the passenger train service. 

Thirty-five lines of parlor and sleeping cars were dis- 
continued ‘in the general reduction, each parlor or sleeping 
car taken off being replaced by one or more day coaches 
of approximately triple the carrying capacity. 


We can find nothing in that language authoriz 
ing the Secretary of War to substitute himself i 
the smallest particular for the Interstate Commerce 
Commission or any state commission. Neither the 
President nor Director-General McAdoo has evél 
made an argument—nor has anyone for them—a 
to what words in the law confer on the President, 
the Secretary of War, or the Director-General of 
Railroads the power to prescribe rates. Their a 
sumption of that power has merely been accepted 
with little question. If the Senate amendment is 
to be considered a compromise it must be only 
the theory that this assumption of power was just 
fied. 

When a provision is written into the law saying 
that the Director-General or the President shal 
have power to prescribe rates, it will be a grant of 
authority that is not now possessed. 
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SHIPPERS’ DECLARATION AND CON- 
SULAR OFFICIALS 


(Commerce Reports) 


The War Trade Board announces that section 3 of the 
new “Procedure of Filing Shippers’ Export Declarations 
and Export Licenses with Collectors of Customs” (effect- 
ive February 1, 1918), which relates to the disposition of 
that copy of the shippers’ declaration which in instances 
of shipment by vessel is delivered to the consular officer 
at port of discharge by the master of said vessel, has 
peen amplified as follows: 

In the case of shipments by rail to foreign countries con- 
tiguous to the United States, the customs collector at the 
port of exportation will retain the copy of the shippers’ 
declaration, as referred to above, and will deliver same 
to the consular officer nearest to his port. The consular 
officer, upon receiving said declaration, will forward it to 
to the American consular officer nearest to the point of 
destination, as indicated on the declaration. 

In cases of shipments for export which have been made 
prior to and are in transit on February 1, the same may 
proceed under the old forms of shippers’ declaration, 
provided said declaration is delivered in quadruplicate, as 
prescribed in T. D. 37337, under date of September 15, 
1917, the fourth copy of said declaration to be rendered 
to the War Trade Board by the customs collector after 
notations of short shipments, etc., have been noted. 

Full instructions as to the new procedure of filing ship- 
pers’ export declarations and export licenses, also copies 
of the new forms, are contained in the “Journal of the 
War Trade Board” No. 4, copies of which may be obtained 
from the board in Washington. 


PANAMA CANAL TARIFF 


(The Panama Canal Record.) 

The Panama Canal and Panama Railroad Company have 
issued Tariff No. 2, containing a schedule of rates for sup- 
plies and services furnished to shipping and allied inter- 
ests at the Panama Canal, which will be effective January 
15, 1918, and will supersede Panama Canal Tariff No. 1 
and all supplements thereto. Attention is invited in the 
new tariff to the changes in the rates and conditions gov- 
ering the transferring and stevedoring of cargo (Item 
18), and in the prices of coal (Item 21). Distribution of 
the new tariff has been made to the mailing list of steam- 
ship lines and agents. 

The policy followed in the making of the tariff is set 
forth in Item 1, general conditions, as follows: 
















1 The rates fixed herein for supplies and services furnished 
to shipping and allied interests at the Panama Canal by The 
Panama Canal and the Panama Railroad Company, are subject 
to change at any time, but it is the intention to keep them as 
Stable as possibile and to make changes only when conditions 
make such action necessary. Unless specifically fixed other- 
wise, these rates shall be applied wherever similar supplies or 
Services are furnished. 

2. Prices generally will be fixed at a reasonable figure, which 
Will be a slight advance over the original cost, including the 
€xpense of transportation and handling. In some cases, due to 
Particular conditions, the charges are fixed at less than the 
actual cost to The Panama Canal. 

2,000 ‘ton,” in this tariff, unless otherwise specified, means 
wil pounds weight, or 40 cubic feet measurement, and charges 
oft e figured on either of these two methods, at the option 

4 é€ Panama Railroad Company. 
ma’ With the approval of the Governor, special rates may be 
oo for service of floating equipment and. divers for an ex- 

ed period in remote localities or under special conditions. 


Other subjects included in the tariff are listed in the 
index as follows: 


ing. ngs, handling; bakery products; basin charge; berth, shift- 
’ S of 


health; bills, payment of; cablegrams advising de- 
> Chandlery, ship; clapets; coal; cold storage; collections, 
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agency fee; cordage; cranage; craneboats; cranes; customs fees; 
deck hands; Diesel oil; dispensaries; divers; dry docks; floating 
cranes; fruits; fuel oil; garbage; groceries; guards, quarantine; 
guards, rat; handling lines in locks; hospital treatment; hotels; 
ice; launches; laundry; lighters; lubricants; meats; medical 
supplies; medical treatment; moorings to buoys; overtime; Pan- 
ama Railroad passenger tariff;. pangas; pilotage; provisions and 
supplies; pumping oil; quarantine; repairs; shifting berth; ship 
chandlery and stores; special trains; stevedoring and trans- 
ferring cargo; storage on docks; Sunday and holiday work; sup- 
plies; switching; tolls; transferring cargo; tugs; vegetables; 
water; whaleboats; wharfage; wrecking cranes; wrecking 
operations. 


TIDEWATER DEMURRAGE. 

The report of the Commission on I. and S. No. 1060, 
Tidewater Demurrage, opinion No. 4768, 46 I. C. C., 677-84, 
published in The Traffic World of January 26, takes the 
place, in the printed reports of the Commission, assigned 
to the Commission’s erroneous report in No. 9493, West 
Virginia Rail Co. vs. C. & O. et al. A tentative report on 
that case, through error, was issued as the Commission’s 
final report. Later an order withdrawing the erroneous 
report was put out and the matter is still under advise- 
ment by the Commission. ; 


VALUATION HEARINGS. 

The Commission hopes to finish its hearings in the 
matter of the valuation of the Kansas City Southern, 
Maywood & Sugar Creek, Poteau Valley, Arkansas West- 
ern, Ft. Smith & Van Buren, Texarkana & Ft. Smith, 
‘Kansas City, Shreveport & Gulf, Kansas City, Shreveport 
& Gulf Terminal, Port Arthur Canal & Dock and Glen 
Pool Tank line at Kansas City on March 5, on all sub- 
jects except as to “other values” and “element of value.” 
Testimony as to “other values” and “elements of value” 
will be had at Washington March 14. 


COMMISSION ORDERS 


Order No. 8384, Lamb-Fish Lumber Co. vs. Yazoo & 
Miss. Valley R. R. Co. et al., defendant’s petition for re- 
hearing denied. 

Order No. 9629, Freight Bureau Macon Chamber of Com- 
merce of Macon, Ga., vs. Baltimore & Ohio R. R. Co. et al.; 
on request of complainants, case dismissed. 


Order No. 9775, Freight Bureau Macon Chamber of Com- 
merce vs. Ga. Sou. & Fla. Ry. Co. et al.; on request of 
complainants, case dismissed. 


Order No. 9785, Chamber of Commerce of Hawkinsville, 
Ga., vs. Hawkinsville & Fla. Sou. Ry. Co. et al.; on request 
of complainants, case dismissed. 

The Commission has denied the complainant’s petition 
for rehearing in No. 9131, Dimmitt-Candle-Smith Live Stock 
Commission Co. et al. vs. the C. B. & Q. R. R. Co. et al.; 
also the St. Louis National Stock Yards’ petition for modi- 
fication and the defendants’ petition for extension of the 
effective date of the order in the above-mentioned case. 


The Commission has denied defendant’s petition for re- 
hearing in case 6902, Van Dusen Harrington Co. vs. C. M. 
& St. P. Ry. 

The Commission has excluded from Docket No. 9927, 
Railroad Commission of Arkansas et al. vs. Arkansas 
Central et al., portions relating to fresh meats and pack- 
ing-house products and has consolidated them with Docket 
No. 8436, the live stock and products case. 

The Commission has postponed the effective date of 
its order in No. 9319, Cutler-Maner Co. vs. M., St. P. & S.S. 
M. et al., from January 31 to February 5. 

The Commission, on complainant’s request, has dis- 
missed No. 9018, Traffic Bureau of Nashville vs. L. & N. 
et al. 
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No. 9010 (supplemental). 











Digest of New Complaints | 


Minneapolis Traffic Assn. vs. C. M. 
& St. P. Ry. Co. et al. 

Against refusal on the part of the carrier named to grant 
the Minneapolis market ‘‘open’”’ transit on its own grain. 


No. 10022. Helena (Ark.) Traffic Bureau vs. A. T. & S. F. Ry. 


Co. et al. 

Unreasonable, unduly discriminatory and prejudicial ad- 
justment of rates from St. Louis, Chicago, Kansas City, St. 
Paul, etc., to Helena, and unduly discriminatory and preju- 
dicial as between St. Louis and New Orleans and Helena by 
reason of failure to establish joint through rates. Ask for a 
cease and desist order and the establishment of maximum 
through joint rail-and-water class rates which shall be rea- 
sonable, just and non-discriminatory. 


No. 10027. Baker Box Co., Worcester, Mass. vs. Long Island 


No. 


No. 10029. 


No. 


No. 


No. 10033. 


No. 10034. 


No. 10035. 


No. 10036. 


new, 









R. R. Co. 

Unjust and unreasonable demurrage and track storage 
charges on a carload of sawdust at Bushwick Station, Brook- 
lyn. Asks for reparation. 

10028. Bright-Brooks Lumber Co. et al., Savannah, vs. 
Hampton Branchville R. R. and Lumber Co. et al. 

Against a rate of 17c on lumber from Miley, S. C. to Nor- 
folk as unjust and unreasonable to the extent that it exceeded 
15c. Asks for a cease and desist order and reparation. 

L. Starks Co., Chicago, vs. C. & N. W. et al. 

Against a rental charge of $5 for insulated or refrigerator 
cars used in shipping potatoes during the summer months 
when box cars would have been preferable as unjustly dis- 
criminatory. Asks for a cease and desist order and repara- 
tion. 
10030. 
et al. 
Unjust, unreasonable and excessive rates on common 
building brick from Milton, Watsontown and Paxtonville, Pa., 
to all that territory lying on and east of the Pennsylvania 
R. R. from Sodus Point, N. Y., to Harrisburg, Pa., both in- 
clusive, on and east of the Cumberland Valley, from Harris- 
burg, Pa., to Winchester, Va., both inclusive; on and east of 
the B. & O. R. R., Winchester and Strasburg Junction, both 
inclusive; on and east of the Southern Ry. from Strasburg 
Junction to Harrisburg, Pa., both inclusive; on and east of 
the Valley R. R. of Virginia, Harrisonburg, Va.,; both 
inclusive, and on and north of the N. & W. Ry. from Nor- 
folk, Va., both inclusive; and to points in New England Ter- 
ritory. Cease and desist order and the establishment of just 
and reasonable rates asked for. 

Elkhart, Ind., 


10031. American Coating Mills, 
Arbor R. R. Co. et al. 

Against a fifth class rating in Official and C. F. A. terri- 
tories on ‘“‘boards, coated or decorated,’’ as unjust and un- 
reasonable. Ask they take not to exceed the sixth class 
rate. 


Milton Brick Co. et al. vs. Pennsylvania R. R. Co. 


vs. Ann 


Capital Grain and Feed Co., Montgomery, Ala., vs. 
a. & fa Re Be Ce 

Against rate of 27c per 100 Ibs. on velvet bean meal, C. L., 
from Luverne, Ala., to Jacksonville, Fla., and 34c to Tampa, 
Fla., as unjust and unreasonable. Ask for rates not to ex- 
ceed 12.85¢c to Jacksonville and 19.85c to Tampa. 

Gulf & Valley Cotton Oil Co., Ltd., New Orleans, 
La., vs. the T. & P. Ry. Co. et al. 

Unjust and unreasonable charges on C. L. shipments of 
cotton oil from points on the lines of the T. & P. to New 
Orleans due to alleged errors in billing. Ask for reparation. 
Farmers’ Feed Co., New York and Newark, vs. Erie 
R. R. Co. et al. 

Against elimination since April 1, 1917, of provision for 
shrinkage allowance in connection with shipments of wet 
brewers’ grains. Asks for cease and desist order, the resto- 
ration of the 8 per cent allowance previously in effect, or 
such other allowance as the Commission shall deem just and 
reasonable. 

Penn Grains and Feed Co. of Philadelphia, Pa., vs. 
the Pennsylvania R. R. Co. et al. 








Note.—items In the Docket marked with an asterisk (*) are 
having been added since the last issue of The Traffic 


World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


February 11—Tampa, Fla.—Examiner Gibson: 
8828—C. 


. M. Lewis Co. vs. A. C. L. R. R. Co. et al. 
9516—Southeastern rate adjustment. 
9396—M. C. Kiser Co. et al. vs. Cent. of Ga. Ry. Co. et al. 
9404—State Corporation Commission of the Commonwealth 
of Va. vs. Sou. Ry. Co. et al. 
10011—Birmingham Traffic Bureau vs. St. L.-S. F. Ry. Co. 


et al. 
15th Section Application 2246—In conjunction with the pend- 
ing investigation proceeding in Docket 9518. 


February 11—St. Louis, Mo.—Examiner Nelson: 


0762—Helvetia Milk Condensing Co. vs. Ala. & Vicks. Ry. Co. 
et al. 

9952—Marble & White Lime Co. vs. Mo. Pac. R. R. Co. et al. 

9823—National Refining Co. et al. vs. Mo. Pac. R. R. Co., also 

Mo. Pac. 15th Sec App. 1777. 
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Against elimination since April 1, 1917, of provision fq 
shrinkage allowance in connection with shipments of 
brewers’ grains to Philadelphia. Asks for cease and desist 
order, the restoration of the 8 per cent allowance Previously 
in effect, or such other allowance._as the Commission shajj 
deem just and reasonable. 

No. 10037. The Young Grain Co. of Toledo, O., vs. T. St, 1, 
& W. R. R. Co. et al. 

Unjust and reasonable rates on shipments of corn frog 
points on the T. St. L. & W. to Toledo for reshipment ty 
points in Canada by reason of failure to apply transit ang 
reshipping privilege. Ask for a cease and desist order, jojnt 
through rates and reparation. 

No. 10038. Meyer Albert Grocer Co. et al., Cape Girardeay, 
Mo., vs. St. L.-S. F. et al. 

Against the class rates hetween Chicago, East St. Louis 
and Milwaukee and Cape Girardeau as published in §, y, 
Line’s Tariff 68F, I. C. C. 1182, as unjust and unreasonable 
Ask for cease and desist order, the establishment of just ang 
reasonable rates. 

or: —. Sun Co., Philadelphia, Pa., vs. T. & O. Central Ry, 

o. et al. 

Unjust and unreasonable rates on C. L. shipments of crude 
oil from Cabin Creek Junction, W. Va., to Toledo, 0. As 
for rate of 15.3c and reparation of $3,357.46. __ 

No. 10040. U. M. Slater, Inc., et al., San Francisco, vs. South 
ern Pacific et al. 

Unfair, excessive and unreasonable rates on sheep from 
points in Oregon, Idaho and Nevada to San Francisco, Oak. 
land and vicinity by reason of refusal to establish fair, reg. 
sonable joint or through rates between said points. Ceage 
and desist order, the establishment of through rates and just 
and reasonable charges on sheep in double deck cars anj 
that the present rate on sheep be reduced to 75 per cent of 
the fat cattle rate. : 

No. 10041’ David Kaufmann & Sons Co., Elizabethport, N, J, 
va. 0. ¥. C. BR. BR. Co. 

Against a rate of $5.60 per ton on scrap iron from South 
Bend, Ind., to Rensselaer, N. Y. Cease and desist order, the 
establishment of a rate not to exceed $4.84, and reparation 
as asked for. 

No. 10042. Consolidated Oil and Refining Co., Cleveland, Okla, 
and East St. Louis, Ill., vs. K. C. S. Ry. Co. et al. 

Against rate of 22c on crude petroleum oil in tank cars 
from points in the Shreveport route to East St. Louis as 
unjust and unreasonable. Ask for rate not to exceed 17c and 
reparation of $4,075.65. 

No. —, E. I. Du Pont de Nemours & Co. vs. Southern Ry, 
Co. et al. 

Unjust and unreasonable charges on cottonseed hull-shay- 
ings from Charlotte, N. C., to Hopewell, Va. Cease and 
desist order and establishment of just and reasonable rates 
and reparation of $10,097.54 asked for. 

No. 10043, Sub. No. 1. E. I. Du Pont de Nemours & Co., Wil- 
mington, Del., vs. C. & W. C. et al. 

Against a rate of 27.4c on cottonseed hull-shavings from 
Augusta, Ga., to Hopewell, Va., as unjust and unreasonable. 
Asks for a through rate not to exceed 20c and reparation. 

No. 10043, Sub. No. 2. E. I. Du Pont de Nemours & Co., Wil: 
mington, Del., vs. S. A. L. et al. 















































Against a rate of 20c on cottonseed hull-shavings from 
Charlotte, N. C., to Hopewell. Ask for a rate of 18c and 
reparation. 





No. — Nashville Roller Mills, Nashville, vs: C. R. I. & P 
et al. 

Against rates of 73c and 75c on flour from points in Oregon 
via Memphis to Nashville as unjust and unreasonable. Asks 
for reparation. 

No. 10045. E. I. Du Pont de Nemours & Co., Wilmington, vs 
A. & V. et al. 

Against a rate of 5lec on compressed and 55c on uncom: 
pressed cotton linters in bales from Jackson, Miss to Hope- 
well, Va., as unjust and unreasonable. Asks for a rate of 
46c and reparation of $2,193.90. 7 

No. 10046. San Antonio (Tex.) Freight Bureau vs. A. & W.P 
et al. 

Unjust, unreasonable and discriminatory rates on cotton 
packers or trampers in Western Classification territory. Ask 
for reasonable rates and reparation. 















February 11—Cumberland, Md.—Examiner Fleming: 
9974—Tioga Tanning Co. vs. Preston R. R. Co. 
February 11—Richmond, Va.—Examiner Spethman: C 
sr C. F. Sauer Co. vs. Alabama & Vicksburg Ry. 
et al. 
9742—Reed Tobacco Co. vs. C. & O. Ry. Co. et al. 
February 12—Pittsburgh, Pa.—Examiner Fleming: 
9942—The Germain Company vs. L. & N. R. R. 
February 12—St. Louis, Mo.—Examiner Nelson: . . 
9990—St. Ellen Coal Co. et al. vs. St. Louis & Belleville Hee 
tric Co. et al. al 
9956—Toberman, Mackey & Co. vs. C. & E. I. R. R. Co. et 
February 13—St. Louis, Mo.—Examiner Nelson: G 
eoee—Atins Leather Mfg. Co. vs. P. C. C. & St. L. Ry. % 
et 







Co. et al. 









9996—Lancaster Leather Co. vs. P. C. C. & St. L. Ry. Co. 
et al. 
February 14—St. Louis, Mo.—Examiner 
998s—Walter A. Zelnicker Supply Co. 
Co. et al. a 






Nelson: 
vs. C. & N. W. BF 
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STANDARD FORMS 


FOR CARRIERS’ USE IN HANDLING 
Special Reparation Docket Claims 


NO LONGER SUPPLIED BY GOVERNMENT PRINTER 


BUT WE HAVE THEM 


AND CAN MAKE IMMEDIATE SHIPMENT 


IN ANY QUANTITY 


AT THE FOLLOWING SCHEDULE OF PRICES: 
100 Forms . . $1.75 Delivered 
\ i 2 i ‘ 
300“ >. ae 


. a are © 
1000“ i+ We 


“=| THE TRAFFIC SERVICE BUREAU 


418 So. Market Street, Chicago, Il. 
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~, 10001—Walter A. Zelnicker Supply, Co. vs. Gulf, C. & S. F. 
Ry. Co. et al. 
February 14—Grand Rapids, Mich.—Examiner Fleming: 
' 9939—Scherer-Gillett Company et al. vs. B. & O. R. R. Co. 


et al. 
9937—Bissell Carpet Sweeper Co. vs. B. & O. R. R. Co. et al. 


February 14—Savannah, Ga.—Examiner Spethman: 
9983—Southern Fertilizer and Chemical Co. vs. Ocean S. S. 
Co. of Savannah. 
February 16—Atlanta, Ga.—Examiner Spethman: 
e985—Henry King & Co. vs. N. C. & St. L. Ry. et al. 
9934—K. T. Felder vs. Southern Ry. Co. 
February 16—Kansas City, Mo.—Examiner Nelson: 
or 7" omen Lumber Co. vs. Kansas City Southern Ry. Co. 
et al. 
February 18—Chicago, Ill.—Examiner Fleming: 
9976—Swift & Co. vs. Mo. Pac. R. R. Co. 
9693—Friedman Mfg. Co. vs. Western Pacific et al. 
7205—Swift & Co. vs. Texas & Pacific Ry. Co. et al. 
February 18—Washington. D. C.—Examiner Pattison: 
9035—Federal Coal Co. et al. vs. L. & N. R. R. Co. et al. 


February 18—Huntington, W. Va.—Examiner Disque: 
9749—West Virginia Rail Co. vs. Sou. Ry. Co. et al. 

; 98808—West Virginia Rail Co. vs. Pa. R. R. Co. et al. 
9784—West Virginia Rail Co. vs. B. & O. R. R. Co. et al. 


February 18—Montgomery, Ala.—Examiner Spethman: 
9966—Hudson Mule Co. et al. vs. L. & N. R. R. Co. et al. 
9967—Hudson Mule Co. vs. L. & N. R. R. Co. et al. 

Fourth Sec. App. 1952—L. & N. rates on horses and mules, 
Cc. L., Guthrie, Ky., to Atlanta, Ga. 

February 19—Chicago, Ill.—Examiner Fleming: 
10006—Calumet Steel Co. vs. Michigan Central R. R. Co. et al. 

« 9993—United States Gypsum Co. vs. Ft. Dodge, Des Moines 

& Southern R. R. Co. et al. 
9186—Laona & Northern R. R. Co. vs. M. St. P. & S. S. M. Ry. 
February 19—Topeka, Kan.—Examiner Nelson: 
8597—M. W. Cardwell vs. C. R. I. & P. Ry. Co. 

February 20—Chicago, Ill.—Examiner Fleming: 

0007—_Matthiessen & Hegler Zinc Co. vs. C. B. & Q. R. R. 
Co. et al. 

February 21—Omaha, Neb.-—-Examiner Nelson: 

9973—C. W. Hull Company vs. C. M. & St. P. Ry. Co. et al. 

9957—Sunderland Bros. Co. vs. C. & N. W. Ry. Co. et al. 

Fourth Sec. App. 1862—Homer, rates on brick, C. L., Mon- 
mouth, Ill., to Clarks and Grand Island, Neb. 

February 21—Birmingham, Ala.—Examiner Spethman: 
9949—Henry G. Brabson vs. Central of Georgia Ry. Co. et al. 


February 23—Milwaukee, Wis.—Examiner Fleming: 
10015—John Schroeder Lumber Co. vs. N. Y. C. R. R. Co. 


February 23—Cincinnati, O.—Examiner Disque: 
9676—Dewey Bros. Co. vs. Sou. Ry. Co. et al. 
9970—The Philip Carey Co. vs. Alabama Great Southern et al. 


February 23—Philadelphia, Pa.—Examiner Pattison: 
9731—E. I. Du Pont de Nemours Powder Co. vs. Pa. R. R. 


Co. et al. 
9982—E. I. Du Pont de Nemours Powder Co. vs. P. C. C. & 


St. L. R. R. Co. et al. 
February 25—Terre Haute, Ind.—Examiner Fleming: 
6743—Anderson-Theobald Company vs. Vandalia R. R. Co. 
et al. 
February 25—New Orleans, La.—Examiner Spethman: 


10009—New Orleans Joint Traffic Bureau et al vs. Kansas 


City Southern Ry. Co. et al. 

February 25—Cincinnati, O.—Examiner_ Disque: 
9961—Darby Coal Sales Co. vs. C. & O. Ry. Co. 

February 25—New York, N.. Y.—Examiner Pattison: 
9980—International Paper Co. vs. Lake Erie & Western R. R. 

Co. et al. 
9979—The David Kaufman & Sons Co. vs. Central of Ga. Ry. 
Co. et al. 
February 25—Youngstown, O.—Examiner Thurtell: 
* 9962—Hearn-Fithian Co. vs. Erie R. R. Co. et al. 
February 26—New York, N. Y.—Examiner Pattison: ‘ 
9965—Charles Schaefer & Son vs. Lehigh Val. R. R. Co. 
10003—National Wholesale Lumber Dealers’ Assn., for Stev- 
, ens-Eaton Co. vs. Tallulah Falls Ry. Co. et al. 
* 5265—L. Wertheim Coal and Coke Co. vs. Lehigh Valley. 
February 27—Alexandria, La.—Examiner Spethman: 
9946—W. D. Haas & Co. vs. Texas & Pacific Ry. Co. et al. 
February 27—New York, N. Y.—Examiner Pattison: 
* 9834—Geo. C. Holt and B. Odell, receivers, Aitna 
Co. vs. Pennsylvania R. R. Co. 

* 9955—Geo. C. Holt and B. Odell, receivers, Atna 
Co. va. A. T. & 8. F. ot ai. 

*.9943—Geo. C. Holt and B. Odell, receivers, 4tna Explosives 
Co. vs. C. & E. I. R. R. Co. et al. 

* 9944—Geo. C. Holt and B. Odell, receivers, Atna 
Co. vs. Central R. R. of N. J. et al. 

* 9992—Geo. C. Holt and B. Odell, receivers, tna Explosives 
Co. vs. Alabama Great Southern et al. 

* 9989—Geo. C. Holt and B. Odell, receivers, Atna 
Co. vs. Alabama Great Southern et al. 

* ar 9" teaches Corp. et al. vs. Adams Express Co. 

et al. 

10018—G. C. Holt and B. R. Odell, receivers, tna Explosives 

Co. vs. C. & E. I. R. R. Co. et al. 
February 27—Little Rock, Ark.—Examiner Disque: 


9941—The Merchants’ Freight Bureau of Little Rock, Ark., vs. 
A. C. L. et al., and related fourth section applications. 


February 27—Cleveland, O.—Examiner Thurtell: 
* 1. & S. 1157—Rail-and-lake class and commodity rates. 
March 1—Memphis, Tenn.—Examiner Spethman: 


10003—W. B. Bayless Co. vs. K. C. S. Ry. Co. et al. 
6537—Anderson-Tully Co. vs. A. & V. Ry. Co. et al. 


Explosives 


Explosives 


Explosives 


Explosives 
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March 1—Detroit, Mich.—Examiner Thurtell: 

* 9959—Larrowe Milling Co. vs. Chatham, Wallaceburg & Lake 
Erie R. R. Co. et al. 

* 9959, Sub. No. 1—Rarrowe Milling Co. vs. Chatham, Wallace 
burg & Lake Erie R. R. Co. et al. : 

* 9959, Sub. No. 2—Larrowe Milling Co. vs. Chatham, Wallace 
burg & Lake Erie R. R. Co. et al. 


March 1—Texarkana, Ark.—Examiner Disque: 

* 9687—Columbia Cotton Oil Co. vs. L. & N. W. R. R. Co. et aj, 
Also fourth section application No. 641, involving rates on 
cottonseed, C. L., from Munroe and Shreveport, La., tg 
Magnolia, Ark. 

* 9958—Beeson Stave Co. vs. Kansas City Sou. Ry. Co. et al, 

March 2—Dallas, Tex.—Examiner Disque: 

* 9856—Texas Cottonseed Crushers’ Assn. vs. G. 
Ry. Co. et al. 

March 4—Chicago, Ill.—Examiner Thurtell: 

* I. & S. 1118—Live stock loading and unloading charges. 

* ar pg sa Live Stock Exchange vs. A. T. & S. F, Ry, 

o. et al. 
March 4—Houston, Tex.—Examiner Disque: 
* 10007—Sugar Land Mfg. Co. vs. B. S. L. & W. et al. 


March 6—Boston, Mass.—Examiner Pattison: 

* 9984—Wm. J. Haire Co. vs. Boston & Maine R. R. Co. et al, 

* 9948—-Lewis Mears Co. vs. Cincinnati Northern R. R. Co. etal, 

March 6—New Orleans, La.—Examiner Disque: 

8078—Miller Bros. vs. St. L.-S. F. R. R. Co. et al. 

March 6—New Orleans, La.—Examiner Disque: 

* 9986—National Live Stock Shippers’ Protective League et al, 
vs. L. & N. R. R. Co. et al. 

* = ene & Mississippi R. R. Co. vs. M. & O. R. R. Co, 
et al. 

March 6—Chattanooga, Tenn.—Examiner Spethman: 

* 9609—Chattanooga Sewer Pipe and Fire Brick Co. vs. Belt 
Ry. Co. of Chattanooga. 

March 6—Chicago, Ill.—Examiner Thurtell: 

* 9795—National Petroleum Products Co. et al. vs. A. T, & 
S. F. et al. 

March 7—Chicago, Ill.—Examiner Thurtell: 

* 10012—National Poultry, Butter and Egg Assn. et al. vs. N, 
Zz. &.. ot aL 

March 8—Chicago, Ill._—Examiner Thurtell: 

* 10013—Medina Fullers Earth Co. vs. A. & V. Ry. Co. et al. 

% «xr we Paper Mills Traffic Assn. et al. vs. A. T. & 

- et al. 


C&A 


March 8&—Argument at Washington, D. C.: 
* 9506—Terrell Commercial Club vs. T. & P. Ry. Co. et al. 


* sa ~~ ig City Hay Dealers’ Assn. vs. C. G. W. R. R 
o. et al. 
* 9543—Kansas City Hay Dealers’ Assn. vs. C. R. I. & P. Ry. 


* 9718—Kaw River Sand and Material Co. vs. A. T. & SK 
Ry. Co. et al. 


March 9—Argument at Washington, D. C.: 
* 9683—Oden-Elliott Lumber Co. vs. Alabama Central Ry. | 


March 11—Ithaca, N. Y.—Examiner Pattison: 
$10010—Fred R. Allen et al. vs. Lehigh Valley R. R. Co. et al 


March 11—Chicago, Ill.—Examiner Thurtell: 
CB. &G 


* a oe City Live Stock Exchange vs. 
~ Ca 

* a oe St. Joseph Live Stock Exchange vs. C. B. & @ 
a Co 


Co. et al. | 


March 13—Argument at Washington, D. C.: 

* 9803—Ewing B. Swaney vs. B. & O. R. R. Co. 

March 13—Pascagoula, Miss.—Examiner Disque: 

* 10017—Chamber of Commerce of Moss Point, Miss., et al. vs. 
L. & N. R. R.. Co. et al. , 

March 15—Escanaba, Mich.—Examiner Thurtell: 

* 9971—National Pole Co. vs. A. T. & S. F. Ry. Co. et al. 

March 15—Jackson, Miss.—Examiner Disque: 

* 9945—Mercantile Lumber Co. et al. vs. Illinois Central et al 

March 18—Minneapolis, Minn.—Examiner Thurtell: 

* 1, & S. 1156—Shipments in refrigerator insulator or heated 
cars. 

March 21—Watertown, S. D.—Examiner Thurtell: 

% sar 2” eines County Oil Co. vs. A. T. & S. F. Ry. Co 
et al. 

March 22—Louisville, Ky.—Examiner Disque: 

* 9991—W. B. Brown & Sons Lumber Co. vs. C. R. I. & P. et al 

* 9667—Ohio Valley Coal Operators’ Assn. vs. L. & N. et al. 

March 25—Ft. Dodge, Ia.—Examiner Thurtell: 

* 9963—Algona Co-operative Creamery Co. et al. vs. B. & % 
R. BR. Co. et al. 


























Your Prospective Customers 


are listed in our Catalog of 99% guaranteed Mailing Lists. [It also 
contains vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Ziac 
Mines, etc. This valuable Reference Book free Write for it. 

Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thus insur- 
ing maximum profits. Submit your literature for pre- 
liminary analysis and quotation—no obligation. 
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Conference Ruling 
Number 456 says— 


S. F, 


F, Ry, 


WRITTEN NOTICE TO CARRIER CONSTITUTES PRESEN- 
TATION OF CLAIM.—It is the view of the Commision that the 
. et al provision in the uniform bill of lading, requiring that claim for loss, 
0. et al, damage, or delay be made within a period of four months after the 
shipment was made, is legally complied with when the shipper, consignee, 
> et al, or the lawful holder of the bill of lading, within the period specified, 
R. Co, files with the agent of the carrier, either at the point of origin or the 
point of delivery of the shipment, or with the general claims department 
oe of the carrier, a claim or a written notice of intended claim, describing 
ea the shipment with reasonable definiteness. In all cases the provisions 
a of the standard form for the presentation of claims, which was approved 
vs, N by the Commission on December 2, 1913, should &e complied with so far 
as possible, and proof or evidence of the claim should be presented to 
“<a the carrier within a reasonable time. 
al. a 
RRM 
vw! We have these approved forms for sale—and there are 
& SF 
| two kinds, Loss and Damage and Overcharge—at the 
Ry. 
| 9 * 
..e af! following schedule of prices: 
3. & Q 
B £0 100 of each or 200 of either $2.00 delivered 
200 of each or 400 of either 3.75 delivered 
t al. vs 
Pi 500 of each or 1000 of either 7.50 delivered 
al et al ~ . ~ . 7 e . 
a Quantity prices, with imprint if desired, 
Ry. 08 : quoted on request. 
P. s al. ; 
et al. 
s a 
B. Why not expedite the handling of your 


claims by the use of proper forms? 





The Traffic Service Bureau 
418 South Market Street, Chicago 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


RESHIPPING WAREHOUSE 















Cable ag a ec F.W. HAGEN & CO. 1131 EAST 771TH STREET 
Ocean Freights stablis' Insurance 
Forwarding THE J. H. W. STEELE COMPANY Banking CHICAGO, ILL. 
GRastertng Incorporated Forelgn Exchange LOGICAL DISTRIBUTING CENTRE 

New York New Orleans Galveston Texas City a - - ben oon comes (100" x 400’) 
Savannah Chicago LG or Nickel Piste Delivery. } Belt Ry. of Chgo. or B. J, am Del’y Mun: 
Special attention given to shipments through New iam Tra an _- ‘ Michigan a * - wae = 

Orleans for Latin Americas. We are prepared to arrange GHNERAL MERCHANDISH. STORAGE, TRANSPERUING IN TRANSIT 






financing or credits on shipments. 





AND 
Governed by Illinois Public Utilities Commission. 


CENTRAL STORAGE co. | CHARLOTTE, N. C. 


Best distributing point in North and South Carolina, 
















GRAND ISLAND, NEBR. Pool ol Car Distribution, _ General South Caroling Warehouse, 
e ¢ roo wu ng, No an outh Carolina Dis utors 
Merchandise and General Storage for. Yeatinghouse Flectric £0. De Ds Laval Separator Co., 
. ‘ ew Yor . J. Johnson Soap Co. waukee; 
Transferring and Forwarding Packing Co, “ Chicago, mil, (Soap 3 Products). Rates 
uoted for storage re mixed cars. 
Distributors for Central and Western Nebraska 7 AMERIC ‘aan Teaneanme a “ia - me 
Western Transfer and Storage Co. LENCOLN, NES. 
es ribution Point In e 
220 ~ A fg tay od ST. Merchandise in r lots distributed to all ints. House, 
, old goods assembled and shipped in car lots at reduce 
FORWARDERS AND DISTRIBUTORS ow Cars sent to our warehouses without charge. 
DISTRIBUTION CARS A SPECIALTY GENERAL DRAYAGE AND STORAGE 
eae ok Wanbonee ne ON pig gs Fireproof Buildings—Trackage Space, 7 cars. 
@ only iP. storage in El Paso Service—the foundation of our success. 
Cut Rate Package Car Service from Seaboard Territory CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 














EDGAR’S SUGAR HOUSE, INC. ST. JOSEPH TRANSFER CO. 
520-532 LAFAYETTE BLVD. sspONY EXPRESS” 
DETROIT, MICH. ST. JOSEPH - - - - MO. 
roads. ‘The only two fireproof warehouses on the river MERCHANDISE STORAGE WAREHOUSE. 
front. Lowest insurance rates in the city. Twelve auto CARLOAD AND L. C. L. DISTRIBUTION. 
trucks for delivery. Write for further particulars. PROMPT SERVICE GUARANTEED. 







° CHICAGO— 
Buffalo Storage & Carting Co. Chicago Sterage & Transfer Ce., (Not Inc.) 
350 Seneca St., Buffalo, N. Y. 5817-61 WEST 65TH STREET 







Excellent facilities for shipping L. C. L. lots without 






° cartage. Carload distribution a specialty. Daily motor 
Storage, Transfer and Forwarding —! a nae the city at very reasonable prices. 
oors tor rent. 
Warehouse on New York Central Tracks INSURANCE RATE, 15 Cents. 24-CAR SWITCH = 






























The Wiley & Nicholls Co. | ROCHESTER, NEW YORK 
UNITED STATES BONDED WAREHOUSES AND General Storage. Ferwarding. Carlead Distributien. 

GENERAL STORAGE-DISTRIBUTORS Excellent facilities for reshipping without e. Insur- 
wfeschensemee and Forwarding Agents. Drayage and ance rate 12 cents. Members of American Warehouse- 

eavy Hauling a Specialty. Fireproof Warehouse. Low- men’s Association and American Chain of Warehouses. COE 
est Insurance Rate in City. Write for particulars. A 

GALVESTON, TEXAS B. R. & P. WAREHOUSE, Inc. KING and MAPLE 8TS. 

, es Seat 
osK LAND CALIFORNIA sacramento, Byvank Transfer & Storage (Co. EDV 
pies eine 823-825 Laf 8 

POOL CAR SERVICE WATERLOO, IOWA 

LAWRENCE WAREHOUSE @ RESHIPPING AND DISTRIBUTING 

| A SPECIALTY 
CHICAGO = = 
Louisville Public Warehouse Co., Inc. 
Jos. Stockton Transfer - LOUISVILLE, KY.  . 
586 The Rookery Buliding Import and export freight contractors, transfer and 






Teaming of Every Description—City Delivery Service reshipping agents, custom house brokers. Bonded ané 
and Carioad Distributors free warehouses. 
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DIRECTORY OF ATTORNEYS — Continued 


John R. Walker 

















Claude W. Owen} RB. W, ROPIEQUET JEAN PAUL MULLER 


WALKER & OWEN ATTORNEY -AT-LAW $ ACCOUNTANT AND ATTORNEY-AT-LAW 
ATTORNEYS AT LAW Interstate Commerce and Public} 420-424 weodward Bids., Washlagtes, BD. 6. 
Interstate Commerce Litigation Utilities Cases Involving Finanelal and Operating Analyees, 
Exclusively wed Taeeiee before Gate and a BH 
Murphy Buliding, East St. Leule, Ii. and 
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WANTED—Position as traffic manager with industrial con- 


om by railroad man having eighteen years’ practical knowl- 
ize of transportation. Thoroughly familiar with classifica- = 
ins, tariffs, claims, accounting and Interstate Commerce law. 


iddress A. W., care of The Traffic World, Chicago. 


. . 

RAFFIC MANAGER OR ASSISTANT—Young married man, | ff F ] 
Peeth class in — — _—e _ rate, =_ i arl l e 
. rating game thoroughly—first-class executive and or- 

~ “ wants change. Broad acquaintance among influential (Manufactured ender Cook Patents) 
jroead men and now head of large industrial traffic depart- 

ment. Starting salary, $3,000. L. A. R. 29, care of The Traffic 

World, Chicago. 


. ° vr . 
hg ggg ee os Fa gy Manager a a ry > re used by —— - —— 
by rail man, twenty-three years’ experience raffic - Tyw. x Pu 

—y thoroughly familiar with every phase of traffic ond ouses eve ere $s} ov or 


blaim k, has wide acquaintance with railroad officials con- i i ie i 
ne ed with roads in Central Freight Assn. and ‘Trunk Line tariffs at  aaarer finger Ups No indexes 


eritory. Address R. 701, Traffic World, Chicago. to look through, no fasteners, no punch 
RAILROAD TRAFFIC MAN, experienced, claims, rates, etc., holes. Several sizes, one to suit your 


od executive, quick, accurate, reliable, 36, married; wants 


igeer Job. Minimum Salary, $150 month. " A.A. 11, The Traffic purpose. Illustrated booklet on request. 
World, icago. ° 


TRAFFIC MANAGER AND ACCOUNTANT desires respon- 
ible position with mercantile house. Wide experience. Ex- 


lient recommendations. Willing to locate anywhere. Address ; 
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WANTED—Industrial or railroad position by man of broad- = | 2 
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ure of The Traffic World, Chicago. 
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OOD old Uncle Sam has in- You can, of course, buy your Wa ™ 
vented a new way by which Savings Stamps, as you find it con. 5 r 
you can lend your money to venient. On and after January | 
the Government. This is by means 1923, the United States will ‘pay Hamer 
» Rae and War ee es you $5 at any Post Office. for each al 
e new system is this: rit and every War Stamp affixed meee 
Stamps can be purchased at any Post WAR SAVINGS STAMPS War sas Certificate. rs mA 
Office or other authorized agencies SOURED EY TES Your stamps can thus only bef xow ¥ 
for 25 cents each. For your con- UNITED STATES cashed by yourself, except in. casei 9u'!4 
venience as an investor you will be GOVERNMENT of death or disability. No ons 
furnished with a “Thrift Card” upon person is allowed to invest mong or¥¢ 
which you can affix your Thrift than $1,000 in such stampsp Three! 
Stamps as you buy them. This card has sixteen spaces. (maturity value). For your money, Uncle Sam pays - 
When you have filled your Thrift Card with 16 an-interest rate of 4% compounded quarterly from aa 
Thrift Stamps, you can take it to a Post Office or January 2d, this year. Thus, if you bought 20 Warf voi. x 
other authorized agency of the Government and have Savings Stamps before the end of this month of 
it exchanged for a $5 War Savings Stamp—adding 12 January, they would cost you $82.40. After Jan- 
cents in cash, up to and including the 3lst of this uary Ist, five years hence, Uncle Sam will give 
month. Or you can buy a $5 stamp outright by one you just $100 for them. Your profit thus will be In , 
cash payment of $4.12, prior to February Ist. On or $17.60. which 
after that date, they will automatically increase in And if you should need the cash at any time, youff Adoo 
value a cent a month, and you will have to pay cor- can, by giving ten days’ written notice in advance the ra 
respondingly. — me any a eo Post —— the amount ¢,,, gr 
paid for the stamps affixed to your certificate, plus 1 
Uncle Sam Pays Interest on Them cent for each cabindes month fe the month of purge has 
Now, when you purchase a $5 War Savings Stamp, chase of each stamp. Thrift stamps are not redeem-™ Posing 
you must attach it to an engraved folder known as a_ able in cash. They must be exchanged on or before trol af 
“War Savings Certificate” which will be given to you December 3lst of this year, for War Saving ioce p; 
and will bear your name. This contains 20 spaces. Stamps. , with ‘ 
ait lation 
eae FarD aa not co 
a c-=ss;-= | For Sale at Principal icy 
nares : Wells Fargo the Se 
Offices provid 
additio 
At the request of the hostilit 
National War Savings and th. 
Committee of the United marks 
Ss 
States Treasury, the ex- 
press companies are lending to enac 
their co-operation in the are hat 
sale of these stamps. Uncle gress y 
Sam has two billion of them three y 
for sale. They can be lithit 
bought at the principal 4 
Wells Fargo offices. Invest “ramen 
your spare “quarters” in . - e aS soon 
Uncle Sam’s Thrift Stamps. —_— that it 
Thrift Card to which you may attach your Thrift The War Savings Certificate to which you attach the nec 
Stamps. your War Savings Stamps. The . 
took O°’ 
Wells Fargo & C el 
g ompany _ 
But as 
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